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Fiber Stresses in Crank Pins and Axles—A Correction. 





We published June 17, page 426, a paper by Mr. L. 
R. Pomeroy, being “A Comparison of Fiber Stresses 
in Crank Pins and Axles.” In the table accompany- 
ing that paper are two serious errors. At the head 
of the column showing fiber stresses in piston rods 
the explanation of terms should read: “D equals 
diameter of cylinder,’”’ instead of ‘diameter of rod.’ 
The engraving over the d and | columns, giving di- 
mensions of.crank pins, was misleading in that the 
1 should have represented the length of the side rod 
bearing, instead of which the engraving made it to 
represent side rod bearing and wheel fit. The d and 1 
in each of these columns refer to diameter and length 
of side rod bearings and main rod bearings re- 
spectively: 
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The Black Diamond Express. 








To the Editor -of the Railroad Gazette. 

People who ride on the fast trains of the Lehigh 
Valley and the friends of the road generally will be 
interested in the record of the Black Diamond, pub- 
Mshed im your issue of June 17. But as the Lehigh 
Valley is not given to boasting, the spokesmen of the 
company always taking care to restrain their enthu- 
siasm, even when descanting upon the beauties of 
the scenery along the line, you will, I am sure, be 
glad to have me correct a misprint in your article, 
concerning the length of the café car. It is 68 ft., 
not 86ft. 

Your readers will also be interested to know that 
the Black Diamond Express has proved a satisfactory 
venture. The earnings have increased steadily week 
by week ever since the train was put on. 

LEHIGH VALLEY. 








‘Railroad Relief Departments. 





To the Editor of the Railroad Gazette: 
Those of your.readers who saw the article in your 
issue of May 27 concerning some of those details of 
railroad employees’ relief associations which are 
looked upon by some members as susceptible of im- 
provement, will be interested to know that in the 
election for members of the Advisory Committee, 
which was recently held on one of the prominent 
roads having a relief department, an employee was 
elected by a large majority, on a platform embracing 
some of the points touched upon in your article. 

A considerable number of the employees in various 
grades—in fact, a majority of the best men and those 
most enthusiastically devoted to the interests of their 
employer, had been discussing these questions for 
some time, and finally one of them announced him- 
self as a candidate for a member of the committee, 
on a platform containing the following three princi- 
pal planks: 

1. To endeavor to have the regulations so changed 
that a man on leaving the service of the company 
can keep up his death benefits if he feels so in- 
clined. , 

2. To look-into the subject of pensions for men 
grown old “in the company’s service. We have 
now a fund‘of some $70,000. 

3. To see whether a savings feature can be con- 
nected with the Relief Fund so that a man can 
deposit money in any amount at any time on 
interest, or: can borrow money on giving good 
security. x 

Little or no, ‘work was done in the way of appealing 
for votes, and it cannot be said that the man who 
issued this platform was so widely known as to have 


secured any great advantage by reason of his per- 
sonal popularity, but when the votes were counted 
it appeared that he had many more than any other 
candidate; he had, In fact, over 1,000 votes, as com- 
pared with about 600 for the candidate having the 
next largest number. 

From this it will be seen that no evidence is neces- 
sary to show that railroad employees do their own 
thinking, and that they take a lively interest in the 
prosperity of their Fund, whether they talk about it 
or not. From natural diffidence, or reluctance to dis- 
pute the conclusions of the officers of the company, 
men in the ranks often refrain from uttering their 
convictions; but according to the theory on which 
relief funds are established, the employees’ repre- 
sentatives on the Board sh okesmen 
for intelligent consti , and it is gratify! see 
that this ideal the way of being realized. 
&.-&.. F. 























The Strains in a Rail Joint. 





Altoona, Pa., June 20, 1898. } 
Pennsylvania Railroad Company, } 
To the Editor of the Railroad Gazette. 

The article by Mr. Tatnall in your issue of 17th in- 
stant furnishes, perhaps, the clearest and most log- 
ical demonstration we have had as to the breaking 
of angle bars. The calculations, based somewhat on 
practical test, seem fair, and when they carry us for- 
ward to the known facts that the bars do break in 
their upper edges, that they break in large quantities 
and often very early in their life, the coincidence is 
striking, to say the least. That the bars have been 
kept so weak is due largely to space limitations, but 
it is not the way of Americans to accept defeat until 
they. have reached the last resort. Hence the five or 
six hundred designs of more or less merit. Whether 
the designers recognized the upward wave, as well 
as the downward, is not so material as whether they 
aimed to supply a splicing structure that would be 
the equivalent of the rail in case of deflection upward 
or downward. 

From the manv types that have been suggested you 
illustrated and described in your issue of Oct. 9, 1896, 
one called “the 100 per cent. splice,’ the essential 
characteristic of which was that the pair of bars 
should be adjusted to have the same stiffness and 
strength as the rail. A two years’ service would seem 
to indicate that this principle is not far wrong. A 
section embodying this idea was prepared last year 
for 70-lb. rail (practically the same as the rail used 
by Mr. Howard), and for purposes of comparison you 
might place this section by the side of the pair of 

average angle bars selected by Mr. Tatnall. 












Area of pair = 5.77 sq. in. 
Mom. of inertia of pair = 4.3h. 


Fig. 1, 


Area of pair = 11.18 sq.in. 
Mom. of inertia of pair = 25,62. 


Fig. 2. 


It is shown by Mr. Tatnall that the angle bars (Fig. 
1) with a moment of inertia of 4.34 and a distance of 
upper edge from neutral axis of 1.728 ins., have a mo- 
ment of resistance of 2.51 and a tensile strain at 
upper edge of 21,160 lbs. under quiescent loading. 
Doubling this for indefinite repetitions and reversals 
gives 42,320 lbs., and doubling this again for 60 or 70 
miles an hour gives 84,640 lbs. 

Accepting the same conditions and the same method 
of computation the 100 per cent. splice bars (Fig. 2) 
with a moment of inertia of 25.62 and a distance of 
upper edge from neutral axis of 2.75 ins., have a mo- 
ment of resistance of 9.32 and a tensile strain at upper 
edge of 5,700 lbs. under quiescent loading. Doubling 
this for indefinite repetitions and reversals we have 
11,400 lbs., and doubling again for very high speed we 
have 22,800 lbs. While the former strains are, as stat- 
ed, beyond the elastic limit, and even the breaking 
load, these latter are all well within the elastic limit, 
and can be borne without “fatigue.” 

It may be objected that the depending flange is in 
such position as to spring inward and upward under 
the load. That is just what we want—both for the 
safety of the bars and the safety of the rails. 

These remarks have been confined to the upward 
wave that breaks the upper edge of bars. The great- 
er loss, however, lies in the destructive hammering of 
the rails when the angle bars, from utter weakness, 
fail to hold them up. The bars frequently take a set 
and actually hold them down below normal. 

M. W. THOMSON, 
Principal Assistant Engineer. 








Cost of Curvature. 
‘——— 
Troy; Nv ¥.,- Tune -%, 1998. 
To the Editor of The Railroad Gazette: 

In connection with the letter from “Assistant En- 
gineer,” published in the Railroad Gazette of yester- 
day, touching the matter of the cost of curvature, 
may I quote from a chapter of a text book I have 
been recently preparing? 


“The method of analysis is as follows: Exclude 
those items of expense that cannot possibly be effect- 
ed by small changes of curvature. ... Determine 
that curve that will offer the same resistance as 
straight level track. For a mile of the curve esti- 
mate the extra cost due to those items of expense 
varying with the degree of the curve, or the amount 
of curve. Not all the items of expense affected by 
curvature will vary with the degree of curve, but 
all have been assumed to do so. Divide the sum of 
the items of extra expense by the number of degrees 
in the mile, and the result, if the estimates have been 
on the basis of the cost of a train mile, will be the 
cost of operating one train through one degree of 
curvature. .. 

“For estimating the cost of curvature, train re- 
sistance has been taken as 5 lbs. per ton at ordinary 
freight train speed, and curve resistance at % Ib. 
per ton per degree. This gives a continuous 10-dezg. 
‘curve as that curve which doubles the pull on the 
drawbar for a straight, level track. A mile of such 
curve would contain 528 deg. Five hundred degrees 
has been assumed as demanding as much work from 
the locomotive as a mile of straight, level track. It 
has been assumed that a continuous 1-deg. curve 
will about double the rail wear of straight, level 
track, and that the wear will be in proportion to the 
degree of the curve. It has also been assumed that 
the average curvature of American railroads is 30 
deg. per mile, and that 500 degs. per mile would 
therefore produce 16% times the average expense 
attributable to curvature. With these figures, and 
some others bearing om car and locomotive repairs, 
the estimated cost of 1 deg. of curvature is 0.0487 
cents per train, or 35.5 cents per degree per year per 
daily train, round trip.’’ 

In making up the estimate above given I have used 
the division of expenses given in the 1896 report of 
the Interstate Commerce Commission, noting that 
general expense will not vary with curvature, that 
switch engine mileage is nearly one-fourth of the 
total train mileage, and that this item will not be 
affected by ordinary differences of curvature on the 
open line. Fuel has been divided between switch en- 
gines and line engines, and that used by the latter 
class has been again divided between starting and 
stopping, radiation, kindling and banking, curvature, 
grades and distance. Train wages, except engine- 
men’s and yardmen’s wages, has been given wholly 
to distance, and enginemen’s wages has been sim- 
ilarly treated after deducting switch enginemen’s 
wages. The track expenses have been divided among 
the several causes, as have been car and locomotive 
repairs, etc. Much of this division has been, of 
course, by guess, but such an estimate is certainly, 
as you have said, better than nothing. Curve resist- 
ance may be high, but it seems to agree very well, as 
an average, with the results of such experiments as 
I have been able to find recorded. One dollar has 
been used as the cost of a train mile. It seems to 
me that 4 per cent. interest is well enough for an ex- 
ample, but that a higher rate should usually be used 
in estimating for a new road, while even a lower 
rate might be used for some few lines that can bor- 
row at low rates. The method of analysis is essen- 
tially that adopted by Mr. Wellington, but the di- 
vision of expense is quite different, as is the final 

result. WILLIAM G. RAYMOND. 








The Immediate Betterment of Manhattan Troensit. 





During the decade ending with the year 1896 the 
street railroad travel on the Island of Manhattan in- 
creased 90 per cent., while the travel on the elevated 
railroads increased about 60 per cent. Some of the 
increase, in the first instance, is due to extension 
of old lines, but this is, perhaps, nearly offset by 
losses incident to the transfer system now in opera- 
tion. 

In the proportion of rides to population, the in- 
crease during ‘the decade was about 30 per cent. 
It is not improbable that this proportion of increase 
will continue during the succeeding decade, and if it 
does, the number of rides per inhabitant, yearly, 
will be about 400 in 1906, which, for an assumed pop- 
ulation of 2,500,000, corresponds to a passenger travel 
about twice as great in that year as in 1896. 

It is, then, more than possible that all of the pres- 
ent, and now probable, agencies for up-town transit 
will be overwhelmed by the traffic of the near fu- 
ture; for with all the improvements made and pro- 
jectea on the surface lines and with the improve- 
ments already suggested for the elevated railroads, 
a very large residue of traffic will still be left, at 
the end of another decade, to be provided for by 
other methods of travel. There is, probably, much 
truth in the contention of the advocates of the un- 
derground system that, before the line could be 
completed, the growth of city travel would reach 
a stage to guarantee a good, if not a remunerative, 
business for the line. 

People are getting very restless under the restraints 
of slow speeds and the feeling is much increased by 
the great improvements already assured on a few of 
the surface railroads, amounting to at least 50 per 
cent. over the speed by horses, under which ‘the older 
of the uptown sections were built up. If we did not 
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know that underground railroads have never been 
great or satisfactory carriers of passengers and that 
the speed promised for the underground line can 
neither be produced nor maintained, we might, pos- 
sibly, believe that the solution of the problem could 
be found in this direction; but even if it could, the 
failure to interest private or corporate capital and 
the apparent inability of the city to conduct the 
work, threatens to prevent the utilization of this sys- 
tem. 

But for the elevated railroads, Harlem would still 
be a suburb, and the Borough of the Bronx @ se- 
clusion of scattered hamlets, dotting a farming 
country. As we had a revolution in transit con- 
ditions by the creation of these lines a decade or 
more ago, resulting in the enrichment of our people 
and, from a railroad standpoint, the salvation of 
our city; as these lines are now fully established 
and a part of the arterial life and being of the 
city, and as it is quite practicable to enlarge their 
usefulness, to the full satisfaction of present necessi- 
ties and far beyond the conception of the ordinary 
observer, I fully believe that we should look to them 
now for immediate relief, along lines of travel which 
they have established, and with the credit and capac- 
ity which their owners certainly possess. 

The problem to be met is herculean in its propor- 
tions and hardly comprehended in its entirety, even 
by those familiar with most of the conditions. The 
great upper northern city is to be filled up with 
citizens alive to urban privileges and striving for 
some means to save a portion of the time which 
must be wasted in going from and to their homes. 
How may we satisfy their reasonable requirements? 
How may we quickly, easily and safely double or 
treble the transit facilities of the northerly section 
of the city, and, above all, and at the same time, 
double the speed of trains over the distance which 
must be traversed? 

The surface lines will have an average speed of 
about10 miles an hour, at best, and this is still nearly 
20 per cent. slower than that of the elevated trains, 
but dangerously near to it for competition under 
the conditions .imposed. Express service for the 
elevated trains helps the matter, for a select few, 
but it is not probable that this improvement affects 
10 per cent. of the patrons of these railroads, and 
it Is extremely doubtful if this express service can 
be materially increased with safety, if, indeed, it 
can be maintained at its present standard. There 
{s much to be said against express service for any 
city travel; the express stations must be a great 
way apart and, to benefit many people, much time 
must be wasted in walking to and from the express 
stations. p 

The express tracks could only be used to advan- 
tage during the “rush” hours, and since a relatively 
small portion of the patrons of the road would be 
benefited by the use of these tracks, the total cost of 
attention to this portion of the travel would be very 
great; such, indeed, as would hardly warrant the ex- 
tension of this special privilege. The present third- 
track express service will be found entirely insuffi- 
cient and unsatisfactory in the sequel, because of 
its interference with way-service and the consequent 
reduction in speed of both and for other reasons. The 
“Tremont express” from the City Hall now runs 
some 20 minutes behind schedule, although it makes 
no stops between 9th and 106th streets. It is often 
delayed half a minute in receiving passengers at 
each of the downtown stations; more at 9th street, 
waiting for clear track; still more at 129th street 
in getting into that station, and these difficulties 
will increase rather than decrease. 

One special reason for slowness in speed is the 
difficulty of discharging and receiving passengers 
quickly at stations, and a just cause of complaint is 
the overcrowding of the cars and the impossibility of 
securing seats, with the inconvenience and danger 
incident to standing in the cars. The objection to 
crowding applies with even greater force on the 
surface lines, where no adequate relief can ever be 
fully obtained, and where people must continue to 
lose valuable time waiting for elderly and clumsy 
people to dodge teams and secure a foothold on the 
cars; where they must continue to fight their way 
in and out by crowded aisles and platforms and must 
continue to step on each other and again be stepped 
on to the end of the chapter. There seems, indeed, 
no prospect of relief from these conditions on the 
surface, where more lines and greater speed will 
bring greater patronage and increase the evils just 
enumerated. 

The surface lines have one great advantage over 
the elevated Ine in the avoidance of stairs, and it 
seems, sometimes, as if people would endure almost 
any hardship to avoid a few steps upstairs, Elevators 
easily occur as promising relief. If stations could 
be connected with large buildings, as in a recent in- 
stance in Chicago, much benefit would, no doubt, 
result, but the problem of providing elevators at 
all stations on the elevated railroads is, indeed, a 
serious one; not so much in the first cost of the 
elevators as in the cost of operating them, and op- 
erating expenses must be considered, for these roads 
cannot receive more than five cents for carrying 
passengers, for long as well as for short distances, 


About 60 per cent. of the fare must be spent in the 
ordinary operating expenses of the railroad, and at 
least 20 per cent. for interest on the bonded indebt- 
edness; leaving not more than 20 per cent. for pos- 
sible profit in the business, and this profit has never 
been so large as to make the stock of the elevated 
railways more than an ordinary good investment. 
It is probable that the increased cost of elevators 
at all the stations of the Manhattan Railway would 
reduce the dividends on the stock 20 per cent. and 
somewhat doubtful if their use would increase the 
patronage sufficiently to cover this reduction. Some 
improvement in this direction will, no doubt, be ef- 
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Proposed Four-Track System for the Manhattan Elevated 
Railway—Nichols, 


fected in the future, but probably not over the whole 
elevated system, unless the occupants of property 
adjacent to stations find it to their interest to aid in 
the work or unless some great improvement comes in 
elevators. 

It has been suggested that two additional tracks 
be added on each of the elevated railroad lines, 
making a two-storied structure, the upper tracks 
to be used for express trains. It would be nearly 
impossible to erect such a structure on Third avenue 
or on Ninth avenue or in the Bowery and the nar- 
row downtown streets. The property damages would 
be quite as much increased as for any other four- 
track system which could be devised, and the diffi- 
culties of transfer of rolling stock, of handling pas- 
sengers and of operation would be very great; while 
the cost of construction would be excessive. Ele- 
vators would then be a necessity, or, rather, stair- 
ways would be impossible. 

What is required for the near future is a general 
betterment of all the facilities of the Manhattan 
Railway at every point; a betterment which will con- 
tribute to greater speed and greater comfort in all 


airections and something which may be enjoyed by 
all alike. It is the aim of this article to present a 
project for accomplishing all this in a minimum 
amount of time and at a reasonable and remunera- 
tive expenditure. If the capacity of the Manhattan 
Railway can be doubled or trebled, the speed of 
trains nearly, or quite, doubled and the comfort of 
passengers can be in other respects increased, then 
a considerable expenditure of money’ will be justified 
and remunerative and the underground railroad will 
be relegated to the limbo of departed projects and 
subterranean transit be left, where it properly be- 
longs, to be utilized for freight collection, or collec- 
tion service for the great trunk lines. ; 

The project is simply this: Double the number 
of tracks on the Manhattan Railway by placing 
another track outside of each of those now built on 
the main avenues, and generally on the same level, 
and extend these outside tracks over other lines 
downtown, where the streets are too narrow for 
four tracks. These outer tracks can be constructed 
and the outer lines put in operation without se- 
rious interruption to travel on the existing lines and 
the additional structures can be built far more se- 
curely, with less material, and for much less money 
than would be necessary for a second story addition; 
while the conveniences of operation, of connections, 
and in other respects will be far greater, if the tracks 
are placed on the same level. : 

Two of these tracks may be used for express serv- 
ice, but a broader and more general use than this 
is projected for them. It was shown in experiments 
made on the South Side Elevated Railway in Chi- 
cago in 1893 that with stations 1,400 ft. apart, or 
about that of the Manhattan Railway, the average 
epeed did not exceed 13 miles an hour; while with 
stations placed at about 3,000 ft. apart, the average 
speed was increased to about 20 miles an hour. Now 
it is proposed to alternate the stations, as shown on 
the accompanying map. The west line on Sixth ave- 
nue, for instance, would use the 60th Street and 33d 
Street stations, while the east line, on the same ave- 
nue, would use the 42d and 28th Street stations, etc. 
An extra line of columns would be required on the 
curb lines of each of the avenues and short trans- 
verse girders would connect these with the existing 
structure and support the additional tracks. The 
middle space would be left open, excepting as it is 
occupied by the island stations. The east and west 
lines on any avenue would be entirely separate and 
distinct railroads, with independent up and down. 
town tracks, and would not be connected, unless ab- 
solutely necessary. ; 

It is assumed that electricity would be the motive 
power on the railroad, and it is believed that, with 
greater distance between stations and greater accele- 
ration in starting trains, six-car trains could be ope- 
rated quite as easily as five-car trains, on twice as 
many tracks and at an average speed of at least 20 
miles an hour, About one-half of the station stops on 
each line would be avoided, with, practically the 
same facilities to all neighborhoods, and the maxi- 
mum speed could be maintained for a longer interval 
than at present. It is difficult to attain a speed at 
any time exceeding 20 miles an hour with the sta- 
tions close together; while, with stations 3,000 feet 
apart, a speed of about 35 miles an hour can be at- 
tained and maintained for a considerable distance. 

It has been stated, by the opponents of elevated 
railroad improvement, that an increased speed on the 
elevated lines would not result in increased capacity, 
because the trains cannot be safely dispatched any 
more frequently than now, with the short distance 
between trains. At the present average speed of, 
say, 12 miles an hour, with trains at every station, 
or 1,500 feet apart, the trains can be dispatched at 
intervals of, say, 85 seconds; with an increased speed 
of 20 miles an hour and with trains still 1,500 feet 
apart, or say 50 seconds, safety would be assured 
and the trains could be dispatched at intervals of 50 
seconds; or the capacity of the line, due to frequency 
of 'trains alone, would be increased aboutt 70 per cent. 
A very short in'terval between trains is not desirable 
and would only be required for emergencies. The . 
increase in capacity of the improved railroad would 
come mainly from increased tracks and, in part. only, 
from increased speed; which, with a longer interval 
between trains, would insure quicker transit and 
greater regularity and safety of travel. 

It is well worth the trial to endeavor to avoid the 
delays incident to slowness in discharge and receipt 
of passengers and to try to give every passenger a 
seat. It is believed that both of these ends can be 
attained by the use of compartment cars, with doors 
in the sides. A deal of prejudice must be overcome 
before any one will have the courage to undertake a 
trial of this system. Its great success ait Chicago, 
during the World’s Fair, not only on the Intramural 
Railroad, but on the local trains of the Illinois Cen- 
tral, shows that it is quite practicable for busy rail- 
roads. The compartments should be divided by the 
backs of the seats, as in the middle sections of our 
elevated railroad coaches; these divisions need be 
only high enough to prevent unruly persons from 
climbing over them and could be left low enough to 
secure ample ventilation and to avoid the absolute 
seclusion of the European compartment coaches. 
The side doors should be fastened by a device se- 
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curing and liberating all at once. At the stations, 
the platform men, or the passengers themselves, 
could open and close the doors at will. There would 
be less necessity for guards at the ends of the cars, 
and a car of the standard length, 48 feet, could be 
built to seat 80 passengers, where they now seat 48, 
and would thus hold as many passengers comfort- 
ably as are now carried with absolute discomfort, at 
times, to all. This is, of course, not an essential part 
of the improvement now proposed, but it is believed 
that its adoption would facilitate the comfort and the 
free collection and discharge of passengers and in 





Brooklyn over the Bridge, can go to either side of 
the island, up-town, almost without change of cars. 
A single, two-tracked line is projected on the Boule- 
vard and Eleventh avenue, connecting with the west 
line on Ninth avenue, at ‘the Boulevard, and, by a 
second-story construction over Ninth avenue and a 
portion of Fifty-third street, with the east line on 
Sixith avenue. 

It would be unwise to consider, in detail, the pos- 
sible extension into the Borough of the Bronx at 
this time and within ‘the limits of this article. The 
old Suburban Rapid Transit line could be extended 
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for constructive “impairment of light, air and ac- 
cess,” which, in many cases, have been based on 
the most trivial encroachment and are insignificant, 
indeed, when compared with the benefits which have 
inured to ‘the public at large from the construction 
of these railroads. Some most remarkable legal 
theories have received recognition in the courts as 
against the elevated railroads, It is held, even, ‘that 
if, after building up Columbus avenue, for instance, 
from a barren ‘tract to a populous and prosperous 
district, it should at any time appear that the ele- 
vated railroad service was relatively inferior to the 
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this way increase the speed of trains. Increased 
speed is, next to safety, and even beyond comfort, 
the main issue at stake, when capacity is assured. 

To illustrate what is, seemingly, a radical measure 
of rapid-transit relief and to make it appear as com- 
plete for all parts of the Manhattan Railway, the 
accompanying map has been prepared showing most 
of the possible developments of the project, as far 
as the work on the island is concerned. This map is 
not intended to show a hard and fast location for all 
lines, but merely to indicate the development of the 
project along general lines. If it is ever carried out, 
the various parts could be constructed one at a time 
as fast as required, since they are quite independent 
of each other. It might be desirable to change the 
location of some stations and to interject others, or 
to change the location of some of the new lines in 
order to give completeness to the whole. It is be- 
lieved, however, that the project is flexible enough 
to permit a broad treatment in all directions. Each 
pair of rails is represented by a single line on ‘the 
map, and, when this is borne clearly in mind, the 
system will be easily followed and ‘thoroughly un- 
derstood. 

The west line on Ninth avenue and the east line 
on Second avenue are carried along the water front 
for the lower section of the island in order to give 
access to the ferries and other lines of water trans- 
portation. Three cross-town lines are projected; one 
starting at the City Hall and extending along Center 





to the city line or, as now proposed, to Bedford Park; 
a branch, through Westchester avenue, could cross 
the Bronx River at West Farms, and, under the 
charter of the East Side & Mt. Vernon R. R., reach 
Morris Park, Pelham Park and Mt. Vernon; ‘the 
east line on Third avenue could cross the Second 
avenue bridge; the west line on Third avenue could 
cross the Harlem River, on a new bridge, near Lex- 
ington avenue, and, traversing the general route of 
the Central line of the old Suburban, reach the city 
line, between Woodlawn Cemetery and Van Cort- 
land Park. The east line on Highth avenue would 
cross the river on the present bridge, and, by the 
New York & Northern Railroad, reach Van Cortland 
Park and the district to the north of that park; the 
Boulevard line, if it crosses the river at all, could 
be made ‘to develop and satisfy the section between 
the Northern Railroad and the Hudson River as far 
north as Yonkers. None of these newer lines are 
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Street and through Canal street to connection with 
the east Sixth avenue line on West Broadway; the 
second starts from ‘the east line on Second avenue at 
Thirty-ninth street, runs under the west line and 
over the Third avenue line from Thirty-ninith street 
to Forty-second street; through Forty-second street 
to Grand Centra] Station and to connection with the 
east line on Sixith avenue at Forty-second street; 
the third cross-town line starts from the West street 
line at Christopher street, crosses over the Green- 
wich street line and over both lines on Sixth ave- 
nue, at Eighth street, and connects with the west 
line on Third avenue, at Astor place. Passengers 
from any line of the down-town district, ang from 


now much needed, and much of this work could well 
be left to 'the distant future. 

The greatest burden imposed on the extension and 
improvement of the Manhattan Railway is the neces- 
sity of meeting the claims of abutting property own- 
ers for assumed damage to ‘their property. By a 
paradox of procedure in claims of this character, the 
wildest vagaries of construction may be indulged in 
by the surface railroads without the hope of redress 
to the abutting property holder. Noise and disturb- 
ance of business and various forms of inconvenience 
may be imposed without the possibility of relief, if 
done by or for ‘the surface railroads; - while the ele- 
vated railroads are obliged 'to pay enormous sums 
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service of the surface roads, that the property own- 

ers could then collect damages from tthe elevated 

railroads for the depreciation below the high stand- 
ards which these railroads had themselves produced. 

We are told that there is no relief from these con- 
ditions, and that the elevated railroads must con- 
tinue to pay far more for the right of way ‘than for 
‘the original cost of construction to the end of the 
chapter. Again, we are told that no franchise is 
now obtainable for extension or for improvement 
for more than 35 years, and that an annual rental 
must now be paid for any franchise. There should 
certainly be a great recompense for such exactions. 
Is it unreasonable that the city should guarantee a 
free right of way, virtually for value received; that 
the rental should be fixed at such a figure as to 
justify the city in undertaking to guarantee the right 
of way and defend all suits for impairment of light, 
air and access? It may safely be predicted that if 
the owners of property adjacent to the railroads were 
compelled to sue the city, indeed, to fight them- 
selves, that the amounts collected from ‘these suits 
would in that case be small, indeed. 

Without some relief in this direction progress in 
the extension and improvement of the elevatted rail- 
roads will be difficult or impossible, and it would 
seem as if a satisfactory solution of this serious 
problem should now be reached. The island streets, 
already occupied, have become recognized railroad 
avenues; with the new structures, as proposed, and 
with the use of électricity as a motive power, the 
sources of objection and complaint would be ma- 
terially lessened and certainly could not be seriously 
increased. 

If the system, here proposed, should be carried out 
in tts completeness and with the modifications of 
detail which careful study would develop, the Man- 
hattan Elevated Railway would have twice its pres- 
ent mileage at an insignificant cost. The railroad 
would have a capacity three times as great as at 
present, or even greater, and the conveniences of 
operation would be greattly improved. The comfort 
of passengers would be vastly enhanced; the profits 
of the company would be increased in a proportion 
greatly in excess of the increased cost of construc- 
tion, and the next twenty years of island transit 
would be secure from reasonable complaint or actual 
discomfort. 

This is a period of great opportunities and for the 
display of broad-minded wisdom, a period in this 
respect never before equaled in importance; it is to 
be hoped that our minds will develop fully to meet 
its requirements. Any half-way measure of relief will 
only make matters worse than they now are. Some 
great ‘broad-minded system of improvement is what 
is now required, and one which we may well hope 
to see inaugurated. oO. F. NICHOLS. 

May 10, 1898. 








The Master Mechanics Excursion To Schenectady. 





One of the features of the Master Mechanics’ Con- 
vention was an excursion to Schenectady Tuesday af- 
ternoon, June 21. A special traim of seven cars was 
furnished by the Delaware & Hudson Canal Co. and 
the party consisted of about 350 members of the 
Association and guests. 

The train left Saratoga Springs at 1 o’clock, and 
upon its arrival at the Schenectady Locomotive Works 
the visitors were received by Mr. Ellis and Mr. Pit- 
kin; Mr. White, Mr. Sague and Mr. Lane of the 
Locomotive Works, accompanied the excursion. The 
machine, blacksmith, boiler and tank shops were in- 
spected and luncheon was served in the latter build- 
ing, which had recently been completed. After 
luncheon the erecting shops was visited. 

The boiler shop was of much interest to the mem- 
bers, because of the 17-ft. and 12-ft. hydraulic 
riveting machines, hydraulic flanging machines and 
the arrangement of the traveling cranes and hoists. 
This boiler shop is said to be one of the best equipped 
of its kind in the country. The machine shop, 
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blacksmith shop and tank shop are also fitted with 
many modern tools and the systematic arrangement 
for carrying on the work was admired. The shops 
and grounds are very clean and all material is kept 
in order, even to the scrap. 

This company at present employs between 1,800 and 
1,900 men, and has now under construction ten 10- 
wheel locomotives for the Chicago & Northwestern, 
six consolidation locomotives for the Kiushiu Railway 
of Japan, six consolidations for the Interoceanic Rail- 
way of Mexico, and one 10-wheel engine for the Chi- 
cago & West Michigan. 

The train was next switched into the yards of the 
General Electric Co., and some time was spent in 
going through the various buildings, but this plant 
is of such enormous size that only a general idea of 
the work done can be obtained from such a hasty in- 
spection. 

The first electric locomotive built on an order for 
28 locomotives for the Central London Underground 
Railway was exhibited. This machine has the follow- 
ing general dimensions: 

Total length, 30 ft.; total wheel base, 20 ft. 4 in.; 
wheel centers, 5 ft. 8 in.; diameter of wheels, 42 in.; 
draw-bar pull, 14,000 lbs,; draw-bar pull at 23 miles per 
hour, 7,600 lbs.; total weight, 42 English tons; total 
height, 9 ft. 4% in. 

Each locomotive will be equipped with four gear- 
less motors of 200 H. P. capacity each. The current 
will be generated by six 850 KW. three-phase gen- 
erators, driven by 24 in. and 46 in. x 48 in. Reynolds- 
Corliss engines at 94 revolutions. The voltage of the 
generators is 5,000 volts and the current will pass 
through step-down transformers and rotary con- 
verters erected in sub-stations at different parts of 
the line. The locomotives will take the current from 
a third rail by means of the usual contact shoe. The 
total length of the railroad is 6% miles. 














The Master Mechanics Convention. 





We continue from page 456 our report of the Sara- 
toga convention of the American Railway Master 
Mechanics’ Association, resuming with the morning 
session of Tuesday. 


Advantage of Improved Tools for Railroad Shops. 


Mr. Gaines: I remember one case in which a mill- 
ing machine was tested against a planer, and we 
found that the milling machine did the work in half 
the time. : 

Prof. Hibbard: We need, if possible, to make use 
of our modern railroad tools on the contract shop 
method. If your special apprentice class could have 
among it some young men who have learned their 
trade in a contract shop, and know the hustling 
method of the contract shop, they could introduce 
great savings in the railroad shop methods. I find in 
looking around among the railroad shops that al- 
though milling machines have been introduced large- 
ly, yet the vertical spindle milling machine of the 
heaviest type has not been widely introduced. 





Efficiency of High Steam Pressure for Locomotives. 


An abstract of this valuable report appeared last 
Week. Below are some notes from the discussion: 

Mr. Henderson: The statement is made that in- 
crease of pressure demands greater refinement in the 
méchanism and adjustment of the engine. I would 
like to call attention to the general tendency of mak- 
ing longer ports and greater valve travel, which is in 
the right direction, and it has been recognized in 
some quarters that steam of higher pressure needs 
larger ports for its unrestricted flow, as the resis- 
tance to motion will be greater with the increased 
pressure. The largest ports which we have come 
across in a single expansion engine are those used on 
some of the Pennsylvania locomotives, the ports being 
23 in. long for a cylinder 19 in. diameter. Of course 
this leads to large valves, which must be carefully 
balanced and cored to make them as light as possible. 

It is stated in the report that the cost of repairs to 
boiler and engine does not necessarily change with 
variations im steam pressure, but I think most of us 
will agree that there is more difficulty in keeping 
boilers using high steam pressure in serviceable con- 
dition than those in which the pressure is below 150 
ibs. It is also stated that the economy from in- 
creased pressure must be sufficient to balance all the 
haverse considerations; this is especially true as loco- 
iiotives are used at the present day. With longer 
runs and shorter time at terminals, simplicity of con- 
struction and want of repairs have economical fea- 
tures as great possibly as a fair saving of fuel, and 
this factor cannot be ignored by the motive power 
departments, much as they would like to get the coal 
bills down. Anything that requires the detention of 
the locomotive is a disadvantage. High pressure en- 
gines neeGé almost continual work done on boilers to 
Keep them in a serviceable condition. More especially 
at the present day economical operation does not nec- 
essarily mean a great amount of work done by a 
small amount of fuel, but more frequently a great 
anmiount of work done by a small number of engines; 
or, In other words, the quantity of work done by a 
locomotive is of more importance than the economy 
fn fuel shown by the same Jocomotive. There are 
cases in which the actual working time of the loco- 
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motive when it is doing useful work is a small per- 
centage of its time away from terminals, and we 
know of some recent cases in which heavy locomo- 
tives used in pusher service work usefully but one 
hour out of eight or ten on the road, and in cases 
like this economy of fuel is certainly a very small 
advantage to the engine, but the hauling power of 
the engine is of the greatest value. If, therefore, the 
high steam pressures enable us to pull more loads, 
that is what is wanted, but if it will enable us to save 
only a small percentage of fuel and the engine will 
be detained in the roundhouse longer for boiler re- 
pairs, it will not be a desirable state of affairs. 

The fact called attention to in the report that some 
minor defects of design or adjustment will render 
useless gain due to increased pressure speaks very 
strongly in favor (under present conditions at least) 
of keeping the limit of simple engines to about 200 lbs. 
per square inch. 

The piston valve is referred to as being more suita- 
ble for high pressure than any other type. We think 
this is correct, as we have had between 30 and 40 
engines with piston valves in use for five years with 
very satisfactory results. These valves, moreover, 
enable us to get a larger port, which will give a 
prompt admission of steam without unnecessary wire 
drawing, and can be arranged to do this without ex- 
cessive clearance. 

On page 17 diagram 4 is of interest; by comparing 
it with diagram 4 of last year’s report on “Greater 
Area and Heating Surface” we find a remarkable 
conformity, which confirms our belief that the dia- 
grams of last year’s report can be used with accuracy 
in estimating the performance of locomotives in ad- 
vance of their construction. 

The. table on page 18 is also interesting, showing 
what can be accomplished in the way of larger boilers 
in preference to increased steam pressure. The report 
on “‘Greater Area and Heating Surface” of last year 
is very conclusive that larger boilers are economical 
in fuel; and in some recent investigations into the 
speed at which the maximum power of a locomotive 
would be developed we were forcibly struck with the 
fact that larger boilers will not necessarily enable a 
locomotive to exert any greater tractive power at 
slow speed, but will increase the speed at which the 
maximum work by that locomotive can be accom- 
plished. As an example of this, a locomotive of cer- 
tain assumed proportions should do its maximum 
amount of useful work (and by this useful work we 
mean the product of drawbar pull by the distance 
traveled in a unit of time) on a one per cent. grade at 
a speed of 18 miles an hour, whereas if the capacity 
of the boiler should be increased one-third (the 
weight of the engine being assumed to be the same 
for the sake of comparison), the speed at which its 
maximum work can be done would be increased to 
25 miles an hour; at the same time the power exerted 
by the locomotive would be increased nearly 25 per 
cent. This of course leads us back to the proposition 
which has been forced upon all of us, that we cannot 
have a boiler too large for a locomotive, provided that 
the question of weight is not an obstatcle. . 

Mr. Lyon: Since the report of the committee was 
prepared I have seen some interesting figures on the 
subject to repairs to boilers carrying high pressures. 
One master mechanic writes: “The increase of cost 
of repairs of boilers of locomotives carrying high 
pressures of 160 to 180 lbs., as compared with those 
carrying 145 lbs., is principally in removing broken 
stay bolts and work on the flues. The increase of ex- 
pense in removing broken stay bolts is from 50 to 
75 per cent. The life of a set of flues is only about 10 
months in an engine carrying 160 to 180 lbs. of 
steam, and sometimes 18 months in an engine carry- 
ing 145 lbs., an increase of about 44 per cent. We 
are not sure, however, that this increase in the cost 
of repairs can be attributed to increase of pressure 
alone, as with the higher pressures come the long 
fireboxes and consequent increase of expansion and 
contraction in side sheets with them. This feature has 
much to do with the increased number of broken stay 
bolts.”” Another writes: ‘“‘We have only one high 
pressure engine which has been in service long 
enough to enable us to form an idea as to the differ- 
ence, if any, caused by the use of high steam pres- 
sure, and we have found very little difference, if any, 
im the repairs to this engine as compared. with low 
pressure engines, except in the number of stay bolts 
broken. During the past year our record in this re- 
spect will show about as follows: In engines of 180 
lbs. pressure an average of three broken stay 
bolts per month; in engines with 160 lbs. pressure 
an average of two broken stay bolts per month, and 
in engines with 145 lbs. pressure an average of one 
broken stay bolt per month.” 

Mr. Gaines: I gather from the remarks made by 
Mr. Henderson that the use of high steam pressures 
resulted in more repairs. I do not think that is the 
ease if the engine is designed properly for high pres- 
sure. On the Lehigh Valley we have a class of en- 
gines carrying 180 lbs. of steam, and they have 
been in service over two years, and these engines 
show no more cost for removing stay bolts or any 
repairs than any other engine, and outside of the stay 
bolts I doubt if they cost as much. 

Mr. Marshall: Our experience with high pressure 
engines does ‘not point to a very large increase in the 
cost of repairs, nor do I see why it should. If the 


entire structure is designed for high pressure it ought 
to last as well as an engine designed for low pressure. 
We recently got some figures from the Northwestern 
from three classes of engines, one with the crown bar 
boiler, 150 Ibs. of steam; another was a radial- 
stay boiler with deep firebox and narrow water 
spaces, carrying 180 lbs., and the third class was 
the largest boiler we had until recently, carrying 190 
lbs. of steam, with a shallow firebox. The aver- 
age number of bolts broken per engine for six 
months was, with the crown bar boiler, seven; the 
radial-stay bolt boiler, 22, and this large engine, with 
the longest firebox, was 11%4 bolts for six months. 
fhe high pressure boilers have been on the road for 
over three years, and where the water is not espe- 
cially bad there is not a boiler on the road that costs 
as little for maintenance. I think that is due to the 
improved machinery employed in the construction of 
the boilers, and the old boilers were not made as our 
new boilers are made. 

On the question of long ports raised by Mr. Hen- 
derson, we are not following that practice. On our 
latest passenger engines we reduce the ports from 20 
in. to 16 in., using the Allen valve, and we can get 
the same mean effect in the cylinders and a smaller 
valve maintenance with less danger of cutting the 
seats. : 

On the question of capacity vs. pressure, that is 
one of the most important points raised by the com- 
mittee. Mr. Forney some years ago gave as the only 
rule he knew of in these cases was to make the boiler 
as big as possible. 

Mr. Forney: This subject has been before the As- 
sociation a great many times, and it has been dis- 
cussed under many different aspects. So far as my 
own observation and thought is concerned, my ideas 
may be summed up in the one brief statement that 
within the limit of weight and space to which you 
are necessarily confined in the locomotive you can- 
not make the boiler too big. D. K. Clark a good 
many years ago expressed the general proposition 
that the larger the heating surface the greater the 
economy, and the smaller the grate surface, pro- 
vided you can burn enough fuel, the greater the 
economy. These propositions have sometimes led to a 
wrong deduction so far as the grate surface is con- 
cerned. People have drawn the inference that if a 
small grate surface is desirable a small firebox is de- 
sirable. While I think a reduction of the grate sur- 
face will often result in an economy of fuel, yet at 
the same time I would think it desirable to maintain 
a considerable volume within the firebox to give room 
for combustion to take place. The proportion of the 
grate to the quantity of fuel to be burned is a matter 
of much importance, and about which we have no 
accurate information. There is probably no direction 
in which so much economy can be effected as right 
here with proper and careful experiments. My ex- 
perience has taught me this general fact, that the 
larger a locomotive boiler is the better results you 
can get—a good, reliable boiler is worth all the rest 
of the machinery you can put on a locomotive. 

Mr. Hibbard: Prof. Goss performed some experi- 
ments to discover the rate of combustion of coal per 
square foot of grate per hour, and if I remember 
rightly he obtained an increased combustion per 
square foot by changing the area of the grate, keep- 
ing the power developed by the locomotive constant; 
but I think the results of these experiments show 
that the locomotive was less economical as to rate 
of combustion per square foot of grate per hour, 
which would show that making the grate smaller 
gives a less economical boiler. 

On page 9 of their report the following language 
occurs: ‘It has been suggested that the increased 
temperature of the firebox sheets, due to an increased 
temperature of the steam, might injuriously affect 
the material, and that therefore it is desirable that 
the steel used in high-pressure boilers should be 
chosen and treated with special reference to its be- 
havior under such conditions.” If any member wishes 
to look up more on that matter, he will find in the 
files of the Railroad Gazette for 1892, under the head- 
ing “Effect of Temperature on the Tensile Strength 
and Ductility of Metals,” a resumé of what has been 
found on that subject experimentally for the past 25 
or 30 years, with respect to the change in less duc- 
tility with increased strength of steel plates, showing 
that as you increase the temperature up to 250 Ibs. 
boiler pressure it does not at all dangerously affect 
the steel. 

Mr. Forsythe: The committee’s report shows very 
plainly that there is very little gain in economy due 
to increased pressure, but they do not emphasize the 
value of increased capacity of the locomotive. For 
instance, if we increase the pressure from 160 to 200 
Ibs., the capacity of the engine must be increased 
nearly 25 per cent. 

The case cited by Mr. Marshall of the use of a large 
heating surface with a small train, would show the 
economy of using a large boiler, but I have no idea 
that the Northwestern expects to use that engine 
with such a small train. They will load it down to 
its capacity, and when it is so loaded it will not have 
the economy which it showed with the small train. 

The principal argument for the increased pressure 
is the increased capacity as a hauling machine. 

Mr. Forsythe: I refer to Mr. Henderson’s figures as 
to the point to which high pressure simple engines 
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could be used with advantage. He said 200 Ibs. 
It ought to have been a part of our committee work 
to show what the figure is between 160 lbs. and 
200 lbs. where simple engines cease to be econom- 
ical and where it is a proper thing to compound. In 
our experience with compound engines we have found 
that with 180 lbs. boiler pressure we can get in 
freight service an economy of 15 per cent. over a 
simple engine with that pressure; so that I should 
say we have shown in our practice that 180 lbs. is at 
lease the limit where it pays to compound in freight 
service. 

Mr. Lyon: I move that the committee be dis- 
charged and the matter of a further report on this 
subject be referred to the Committee on Subjects. 
Carried. 





Best Form of Fastening for Locomotive Cylinders. 

Mr. Sague read the report of the committee and also 
a supplemental report which he presented; these were 
printed last week. 

Mr. Atkinson: We have found necessity for better 

bolting the cylinder to the smoke boxes, and we added 
21 bolts in each 19 in. cylinder, and in the 18.in. cylin- 
ders 17 to 19 bolts, according to the form, and have 
had good results. The number of leaky steam pipes 
has decreased so that they are almost unknown with 
that class of engines. In addition to that we have 
found necessity of putting cross ties on front and 
back of cylinders. The frames splice of the Mogul 
engines has given us considerable trouble, but we 
have got over that by lengthening the top splice over 
the front horn. The splice is about 4 ft. 6 in. long 
and materially assists the lower bar of the frame, and 
the frame itself is welded in a different style from 
anything I have seen. The front lug of the frame is 
welded on like a carpenter’s half lap joint under the 
hammer, and the lug itself is welded on the angle in 
the same way. In that way we have avoided frac- 
tures which developed by changing the direction of 
pipes. 
. Mr. Gaines: We find a single front bar frame gives 
less trouble on eight and ten wheelers than the 
double, even on heavy ten wheelers weighing up to 
75 tons. The committee discourages the use of long 
vertical bolts going through the frames and cylinder, 
but does not say how to overcome it. We are using 
an outside lug, to which the frames are secured by a 
short vertical bolt, and we find that it works satis- 
factorily. Another cause for breaking vertical flanges 
and bolts seems to have been overlooked. With 
heavy walls and high steam pressure, the centre of 
the cylinder being hot and the outer walls being in 
contact with the cool air, there is an enormous pres- 
sure brought on the vertical flanges and bolts, due to 
expansion between the faces of the saddles, and act- 
ing like driving a wedge in between the cylinders at 
the center casting. To overcome this we are planing 
out pockets on the faces, allowing contact only on 
sides and top between the two cylinders. This is one 
of the most fruitful sources of broken cylinders. 

Mr. David Brown: We have had some trouble with 
our cylinders and frames, and we have overcome it 
by using braces back and front, and we have fol- 
lowed it up to quite an extent. We had some con- 
solidation engines with a splice similar to that shown 
in Fig. 30, but we had a great deal of difficulty in 
keeping the cylinders together. We took the bolts 
out of the top splice and put a plate underneath the 
bar proper and let that plate have all the bolts, about 
five bolts in the splice. We put a smaller brace in 
the front of the cylinders. . We never had any further 
trouble. We never make an attempt to send an en- 
gine out if possible without the brace. 





The Use of Steel in Locomotive Construction. 

Opencd by Mr. Sague: Probably the main ad- 
vantage obtained by the use of cast steel in 
locomotive work is that it has permitted con- 
siderable reduction of weight in various details 
and has allowed more weight to be put into 
the boiler. This, especially in passenger locomo- 
tives has increased the efficiency of the machine by 
allowing the use of an amount of grate and heating 
surface which would be practically impossible with- 
in permitted limits of wheel weights if a stronger 
material had not been available to replace cast iron 
in such details as driving wheel center and foot 
plates. In cast steel we can obtain a minimum ten- 
sile strength of 60,000 Ibs., with an elongation ap- 
proaching that of boiler plate, or we can increase the 
tensile strength to 90,000 lbs. or more, with a corre- 
sponding reduction of ductility. The best quality of 
cast steel for locomotive details has not yet been 
determined, but in practice steel of nearly the lower 
limit of tensile strength appears to be preferred. It 
would be interesting to hear the opinion of steel 
makers on this point. Aside from the aim of saving 
weight, cast steel is being used for many details in 
which cast iron had proved deficient in strength, such 
as main wheel center of six and eight coupled freight 
engines, driving boxes and crossheads. Cast steel is 
also being widely used to replace expensive forgings, 
and it permits greater latitude in design than is pos- 
sible with forgings. 





The Apprentice Boy. 
The committee reported at some length and pro- 
posed a standard code of rules as follows: 


1. A regular apprentice is one who has had no previ- 
ous shop experience and is not a graduate of a technical 
institution, 

2. No regular apprentice shall be taken into the shop 
below the age of 15 or after the age of 19 years. 

3. No apprentice shall be taken into the shop who has 
not received the elements of a common education, and 
who does not give evidence of such capacity as to prom- 
ise the ability to become a competent mechanic. 

4. No apprentice shall be taken into the shop with- 
out the consent of his parents or lawful guardians, who 
shall have a thorough understanding of the conditions 
of such apprenticeship, and who shall execute such doc- 
uments, including a release of the company from lia- 
bility for accidents to the said apprentice, as the com- 
pany may require. 

5. The term during which an apprentice shall serve 
before receiving a certificate of apprenticeship shall not 
be less than three years nor more than five years. 

6. There shall be a regular apprentice course framed 
for each shop, which course each apprentice shall go 
through during his term, the time to be spent on each 
class of work being defined, and such definition shall be 
observed as closely as practicable with due regard to 
the capacities and condition of the individual apprentice. 

7. During the term of the apprenticeship a careful and 
proper record shall be kept of the work and progress 
of the apprentice, and also of the general behavior and 
conduct, which record shall be entered on properly au- 
thorized blanks or books provided for the purpose not 
less frequently than once every week during such term. 

8. Each apprentice shall be paid for the work done by 
him upon a scale duly agreed on and provided for in 
advance. 

% Under no circumstances shall the company assume 
any liability for the employment of an apprentice after 
the conclusion of his term. 

10. On the conclusion of the term of. apprenticeship, 
each apprentice shall be given a certificate in a proper 
form, duly signed by the proper officer of the company, 
which shall set forth the length of time which each 
apprentice has served and the work on which he has 


been engaged, as well as some indication of his general 
behavior during his term. 

ll. Apprentices who have already served part of a 
term in other shops, or who have taken part of a course 
at a recognized technical institution, may be received 
under such modifications of the foregoing rules as may 
be deemed proper. 


Mr. Forsyth: I move the code of rules which the 
committee has recommended be adopted, not as a 
standard, but simply as a code of rules which this 
association now recommends; in place of the word 
“Standard” we make it read, “A Code of Apprentice- 
ship Rules,” and that this change be also made on 
page 3. Carried. 


Consolidation of the Associations. 

The President: Is the chairman of the committee 
appointed to consider the recommendations contained 
in the address of the President ready to report? 

Mr. Setchell: The committee is ready to report, and 
with your permission I will read it. 

Your committee to whom was referred the recom- 
mendations made in the President’s annual address 
would respectfully beg leave to report: That we be- 
lieve the suggestions made therein as to a consolida- 
tion of the two associations under, one organization 
are wise and timely, and should be carried into effect 
at the earliest practicable period. 

A large per cent. of the car mileage representation 
in the Car Builders’ Association is controlled by su- 
perintendents of motive power or master mechanics 
who are members of the Master Mechanics’ Associa- 
tion, in which all Master Car Builders are eligible to 
membership, and there would, therefore, seem to be 
no good reason why all business pertaining to con- 
struction and repairs of rolling stock, whether of 
engines or cars, should not be transacted in one asso- 
ciation and at one convention. Fully one-half of the 
time of members from duty would be saved and an 
equal amount of expense to the railroads. With one 
organization the business which now takes practi- 
cally two weeks would be accomplished in one, and 
the six days now spent in convention can be reduced 
to four and fully as much work accomplished. 

The successful merging of the two associations 
would then render it quite possible, under proper 
restrictions, to carry out the suggestions of the Presi- 
dent looking to the establishing of an interchange of 
motive power equipment incertain localities,as wellas 
making it advisable to appoint a standing committee 
for conducting tests and indicating to members the 
necessary requirements for interchange motive power. 

Your committee do not suggest that the combined 
organization should retain the name of either of the 
two present associations, for we believe a more suita- 
ble and comprehensive one may be found that will 
give entire satisfaction. But your committee do rec- 
ommend, and we believe that railroad managers will 
insist, that the supervision of rolling stock, now ex- 
ercised by the associations, shall be placed under one 
organization. 

Your committee would, therefore, recommend that 
the executive committee of this association be and 
are hereby instructed to at once confer with the 
executive committee of the Master Car Builders’ As- 
sociation and endeavor to arrange for a consolidation 
of the two associations under such name and condi- 
tions of membership as will do full justice to both 
associations and accomplish this very desirable ob- 
ject, and the President of this association is author- 
ized and directed to appoint a special committee, who 
shall also be members of the Master Car Builders’ 
Association, to attend the next annual meeting of 
the Master Car Builders and present this subject for 
consideration. 

This committee consisted of Messrs. J. H. Setchell, 
A. M. Waitt and Peter H. Peck. 


Mr. David Brown: I move that the report of the 
special committee be adopted. Unanimously carried. 


Subjects for 1899, 

The committee on subjects for committee reports 
for the 1899 meeting of the American Railway Master 
Mechanics’ Association have prepared the following 
report: 

1. A research laboratory under the control of the 
American Railway Master Mechanics’ Association. 





2. Water purification and the use of a boiler purge. 

3. Cast Iron vs. Steel Tired Wheels for Passenger 
Equipment. 

4. The advantages of the ton-mile basis for motive 
power statistics. 

5. What is the best method of applying stay bolts 
to locomotive boilers, including making the bolts and 
preparing the stay bolt holes? 

6. Is it advisable to have flange tires on all the 
drivers of mogul 10-wheel and consolidation engines? 
If so, with what clearance should they be set? 

7. Is it good practice to make locomotive fire boxes 
with the crown and side sheets in one piece? 

8. The use of nickel steel in locomotive construc- 
tion. Its advantages and proper proportion of 
nickel. 

By a vote of the association at the 1897 meeting 
subject No. 1 was made one of the list for a commit- 
tee to report on at the 1899 meeting. 


This was submitted by Mr. C. H. Quereau, Chair- 
man, 

Mr. Waitt: I move that the report of the commit- 
tee on subjects be referred to the Executive Commit- 
tee for further action. Carried. 





The following officers were elected: 

President, Mr. Robert Quayle. 

First Vice-President, Mr. J. H. McConnell. 

Second Vice-President, Mr. W. S. Morris. 

Third Vice-President, Mr. A. M. Waitt. 

Treasurer, Mr. J. N. Barr. 

A special vote of thanks was given to Prof. Goss 
for his evening lecture on “The Training of an En- 
gineer.”’ 








An Axle for Heavy Cars. 





At the M. C. B. convention a letter from Mr. E. D. 
Nelson, Superintendent Motive Power Northern Cen- 
tral Railway, was presented on the above subject. 
Extracts follow: 

The Committee on Subjects for 1899 included in 
their report a topical discussion of the question of an 
axle for 100,000 lbs. capacity cars, and a revision of 
axle for 60,000 lbs. capacity cars. In regard to the 
axle for 100,000 lbs. capacity, there are now being 
built by one railroad company, of which I have 
knowledge, 1,000 cars of 100,000 lbs. capacity, and I 
think that there is one other railroad which has in 
use about an equivalent number of cars of this same 
capacity. It has occurred to me that it would be well 
for the Master Car Builders’ Association, as early as 
possible, to settle upon a design for an axle for these 
cars. I have therefore taken the liberty of designing 
an axle for a 100,000 lbs. capacity car and would re- 
spectfully suggest to the association the advisability 
of adopting this as recommended practice at the pres- 
ent convention. A committee should then be appoint- 
ed to make a report upon it at the convention of 1899, 
In designing the axle for a car of 100,000 lbs. capacity 
the method outlined in the report of the Committee 
on Axle, Journal Box Bearing and Wedge for cars of 
80,000 lbs. capacity, made to the convention of 1898, 
has been followed. It is only necessary to mention 
the assumed date for the axle intended for 100,000 
lbs. capacity cars in order that the convention may 
be able to criticise the axle submitted. 

The data are as follows: 


Weight of body and trucKS..........ceceeeceeces 40,000 lbs. 
Weight GE MED tac scgacéqucdcdccscsdurnnudsaadan’ 100,000 Ibs 
20 per cent. additional lading...............ese0e 20,000 1 
WINER isco ntdtadade -ndwassadecsdaveddadewasckunadee 160,200 lbs 
Deduct weight of eight 33-in. wheels 5,000 Ibs. 
Weight of four axles...........cc.ee0- : bs 
AGERE lca cnsdddud  ddecasgudaasadcdassavaaedaedad 8,200 lbs 
Total weight on four axleS.........cccccccsccees 152,000 Tbs 
Static IGG Gi GUNG GBs kc ccc ccesivceccasecntecess 38,000 1 


In order to find the point at which the load must 
be considered as acting on the journals it is first nec- 
essary to consider the dimensions of the latter. : 

The Master Car Builders’ axle for 40,000 lbs. cars ig 
7 in. long, for 60,000 lbs. cars 8 in. long, for 80,000 lbs.. 
cars, 9 in. long. It might, therefore, be assumed that 
for cars of 100,000 lbs. capacity the journal should be 
10 in. long. 

We can suppose, for the purpose of maximum 
conditions of wear, that the collar of journal should 
be worn off % in. in thickness from contact with the 
bearing, and the bearing worn off % in. on the end 
next to the collar. The journal would then be 10% 
in. long, and the bearing surface on the journal 
would be 8% in. long. This would throw the center 
of bearing surface 1% in. outside of the normal cen- 
ter line of journal. 

Referring to Fig. 6, page 167 of the Proceedings of 
1896, the lever arm T would be, therefore, equal to 6% 
in.; and assuming this lever arm % in. greater on 
account of the dust guard seat being reduced % in. 
in length, it would make the value of T 6% in. 

By substituting in formula 12, page 153, ‘and cal- 
culating the moment from the above dimensions, we 
find the diameter of the journal to be 4.98 in. Taking 
the nearest eighth of an inch above this theoretical 
diameter would make the journal 5 in.; and allowing 
% in. for wear would make it 5% in. 

Assuming the journal, therefore, to be 5% in. x 10 
in., it is found that, so far as friction and lubrication 
are concerned, we have the following data, in con- 
nection with page 169 of the Proceedings of 1896: 


44, x 8 journal, new; pressure per square inch.... 449 lbs, 
5 x9 journal, new; pressure per square inch..., 469 Ibs, 
51% x 10 journal, new; pressure per square inch... 479 Ibs. 
44%, x 8 journal, worn to limit of 3% in........ pecece iB. 

x 9 journal, worn to limit of £2 : rea Tl 
51% x 10 journal; worn to limit of 6 in............... 516 lbs, 
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These figures would indicate that the size of jour- 
nal from the standpoint of friction and lubrication 
is all that need be desired. 

It is now only necessary to arrive at the design 
of axle between wheels, and, assuming the point of 
concentration of load the same as that selected above 
for calculating the diameter of the journal, and ap- 
plying the figures for weight as previously assumed, 
the theoretical diameters of the vital points of the 
axle between the wheels are as follows: 

Wheel seat, 6.70 in. 

Center, 5.73 in. 

Taking the nearest eighth of an inch above these 
figures, and allowing % in. on wheel seat for reduc- 
tion of same, we have for diameter of wheel seat 6% 
in., and for center 5% in. 

The nearest eighth of an inch above the theoretical 
diameter at center given above would actually be 5% 
in.; but by making the center of the axles straight 
for 6 in., which is considered desirable, it is neces- 
sary to increase this diameter in order that the 
straight portion of the axle at the center may not 
intersect the tapered portion at a point which would 
give a diameter less for that particular point than 
the theoretical diameter. 

The assumptions for fiber stress have been taken 
at 22,000 lbs. per square inch for that portion of the 
axle between the wheels, and 10,000 lbs. per square 
inch for strength of journal; and the actual fiber 
stress based on the dimensions given above is safely 
within these limits. 

In regard to the revision of design of axle for 60,000 
lbs. capacity cars, it will be noted on page 183 of the 
Proceedings of 1896, that the Master Car Builders’ 
axle, with 4% in. x 8 in. journals, has a fiber stress 
at the hub, when reduced ,; in. in diameter, of 
24,030 lbs.; at the center of 22,452 lbs.; and it was 
with the idea of making this axle somewhat larger 
at the hub and slightly larger at the center that we 
suggested that the present design be revised. This 
would not involve any changes affecting the inter- 
changeability of these axles in freight cars. 








Car Painting by Compressed Air. 





The following is a topical discussion by Mr. F. W. 
Brazier, Assistant Superintendent of Machinery, Il- 
linois Central, presented at the M, C. B. convention: 

The topic assigned to me, “The Durability of Paint 
Applied to Freight Cars by Compressed Air,” as com- 
pared with paint applied by the brush, is a question 
Which our company has taken great interest in. We 
are repainting about 400 cars a week with com- 
pressed air. We are positive that we are getting bet- 
ter results, a saving in labor, and our cars are paint- 
ed more thoroughly than with a brush. We have cars 
that have been painted about two years, and in order 
to get reliable information for the benefit of this as- 
sociation I sent out inquiry letters all over our sys- 
tem to have our foremen painters inspect any cars 
that they could find that were painted with air. We 
found most of the old school painters opposed to tfie 
air system when we inaugurated it. Our painters re- 
port as follows: 

“After making close observation of several cars 
done by air and by brush I find but very little differ- 
ence in them, and, if any, it is in favor of cars done 
With air.” 

“Cars painted by air look equally as well and show 
no more sign of giving way than those done by 
brush; therefore think air best on account of cheap- 
ness in applying.” 

Our master mechanic at Water Valley says that on 
examination of cars painted with air within the past 
two years: “I find the surface of the cars in better 
condition than cars painted with brush. The reason 
for this I attribute to the fact that the spraying of 
the paint with ar fills the cracks of the wood and be- 
tween the joints of siding better than the brush will 
do, as men are apt to be careless with the brush in 
painting and overlook joints in beading.” 

Another says: ‘The process is of much value in 
the expeditious and economical covering of that class 
of equipment. The driving of the pigment against a 
surface of lumber by air pressure is an advantage in 
the fact that all portions are covered, beading, cracks 
or any such openings, due to the weave of a car in 
normal condition. My inspection cf cars painted by 
air process has led me to believe that in point of 
durability the hand process is largely discounted.” 

The following letter from our painter in Chicago 
shows his opinion and inspection of cars in the West: 
“After inspecting work that had been painted six 
months I felt pretty well satisfied that we need have 
no fear from the results from this method of paint- 
ing, and now after inspecting work that has been out 
nearly two years I feel perfectly satisfied that work 
done by compressed air surely will wear as well if 
not better than brush work. There is one particular 
advantage that paint applied by air has over brush 


work, and that is that it reaches every possible open- 
ing, being driven into the open grain of the wood 
farther, into all cracks, beads and many places where 
it is impossible to get with the brush, thereby more 
effectually ceiling the wood, iron or whatever you 


may be painting to all exposure. Air applied paint 
in time becomes very hard, and although it becomes 
hard it does not get brittle, but seems to retain its 
life, and does not seem to chalk and perish like or- 
dinary brush-applied oil paint.’’ 


In conclusion I wish to state that I have personally 
ine; >-rad hundreds of cars done by compressed air, 
and I feel safe in saying that we got far better re- 


sults from air as far as wearing qualities are con- 
cerned, I think that air is desirable from the fact 
that We get our cars painted with a great saving in 
labor. 





Car Accountants’ Convention. 





The twenty-third annual convention of the Inter- 
national Association of Car Accountants was held at 
Atlantic City, N. J., June 21, 22 and 23. Over ninety 
members were present, most of them accompanied by 
their wives. 

Reports were received from various officers indicat- 
ing a prosperous condition of the Association; in- 
creasing interest in its work being indicated by addi- 
tions to the membership. 

The first discussion was on tonnage rating of en- 
gines. One road of 4,000 miles, by this system, 
showed in 1897, as compared with 1896, an increased 
movement of freight of ten million ton miles, without 
increase of car mileage, and with a decrease of freight 
train mileage of 10 per cent. 

Another member described the process by which 
his road rated engines. Each division superintendent 
with his traveling engineer, experimented with the 
engines on his division in hauling loaded cars on the 
ruling grades, and engines were also classified ac- 
cording to the various commodities which are hauled 
in train load lots, such as fruit, stock, grain, coal, 
ete. By checking the light load of merchandise 
freight in local service, and by classifying local cars, 
the average loading of local cars has been increased 
to 28,000 lbs. from 8,000 Ibs. 

On one road, a pioneer in using the tonnage basis, 
engines are now averaging 100 per cent. of their ca- 
pacity, and in some instances, under exceptional con- 
ditions, their weekly average has been as high as 
104 per cent.; formerly it was as low as 43 per cent. 
One good result is the loading of cars .up to their 
marked capacity. One trunk line found that fre- 
quently 60,000-lb. cars were received from Western 
connections, loaded with grain, in amounts varying 
from 24,000 to 36,000 Ibs. 

Mr. T. S. Bell (Pennsylvania R. R.) read a paper on 
checking and correcting the light loading of freight 
cars. He said in part: “As to the light loading of 
bulk freight a large saving can be effected by follow- 
ing up this question. No permanent good results are 
attained, however, by investigating a few cases, and 
calling attention to the importance of loading cars 
to the full carrying capacity, and then leaving the 
subject. The loading must be continually looked 
after and employees educated. In the bituminous 
and anthracite coal trade it is nothing unusual even 
during great scarcity of cars, to find them not loaded 
totheir full capacity. They are generally loaded pretty 
well up to their marked capacity, but the rule pro- 
vides for 10 per cent. above the marked capacity. 
Here is. where we have found most trouble. Shippers 
do not seem to remember that they can load cars of 
certain capacity more than marked. If a 60,000 lbs. 
gondola be loaded with 59,000 lbs., we lose 7,000 Ibs., 
or a loss of one 30-ton car in every 10. We have a 
daily report of car-loads forwarded from different 
stations, with information as to shipper, point of 
shipment, destination, etc. This report takes in open 
cars only, as employees are not able to examine the 
interior of box cars. Sl ees 

With less than car-load freight a good deal 
more care and detail is required. If the flow 
of empties is in the direction of the traffic, there 
is not much to be gained by consolidation of loads. 
The Transportation Department is frequently called 
upon to furnish cars to build up a certain trade, and 
in such case, it becomes to a great extent a question 
of either to sacrifice time or cars. No general rule 
can be made and each instance should be taken up 
and decided on its merits. If it is necessary to put 
on an extra car between points to accommodate a 
small volume of business, the tonnage moved should 
be watched closely. We have a report (C. T. 327), 
made by agents of all L. C. L. cars forwarded and 
cars received light-loaded; and there are printed 
loading instructions. 

The Committee on Car Service reported that it had 
considered the resolution recommending a rental of 
$2 per car on cars loaded on terminal tracks for in- 
dustries within the limits of the same cities, such 
revenue to accrue to the company owning the cars. 
The committee says: ‘We realize there is justice in 
the claim that car owners should be paid something 
by belt lines and terminals, but we also believe a 
charge of $2 per car is too high. It could not, under 
the present mileage system, be successfully enforced. 
But under a regular per diem basis these matters 
would be readily adjusted. However, the success of 
any plan for charging belt lines depends largely on 
proper reports being made to the home off-ce, and as 
the local associations are now endeavoring to make 
some arrangement by which such reports will be 
made by belt lines, the committee makes no recom- 
mendation. We would favor the appointment of a 
special committee to confer with local associations.” 

The committee reported that a portion of the terri- 
tory surrounding St. Louis, or East St. Louis, is not 
covered by Car Service (demurrage) rules, and rec- 
ommend that the influence of the association be spe- 
cially exercised toward the establishing of such 
rules in that locality. The Association should at 


all times give its best support to the advancement 
and maintenance of Car Service Associations. 

This committee again calls attention to the evils 
existing in the careless handling of foreign cars, re- 
sulting in diversions and a great deal of unneces- 


sary tracing. The loading of foreign cars out of 
route should at all times be strictly guarded against. 

The committee warmly recommends Mr. J. M. 
Daly’s “adjustable per diem plan.” 

Box cars continue to be classified as refrigerators. 
They do not have ice-boxes, or ice-bunkers, and are 
being used for the transportation of ordinary freight. 
This association should urge private lines to furnish 
the Official Railway Equipment Register with the 
proper classification of their cars. 

The report of the Committee on Office Methods and 
Accounting, submitting blanks prepared for the pur- 
pose of reporting individual movements and mileage 
which have been approved by the Central & Western 
Association, was accepted. This provides the means, 
should two or more roads decide to give the individ- 
ual movement and mileage scheme a trial, to intelli- 
gently render reports and check the same. From the 
discussion precipitated by this report, in conjunction 
with the report of the Committee on Car Accounting, 
it appears exceedingly doubtful as to whether any 
experiment will be made in this direction. 

In connection with the “Per Diem Exchange and 
Mileage Plan,” presented by Mr. Daly, of the Illinois 
Central, the Association took up the majority and 
minority reports, as rendered by the special commit- 
tee to the Central & Western Association, and by 
that association referred to the international body. 
The discussion on this subject did not develop any 
new facts either in favor of or in opposition to the 
plan; but four railroads, the Atchison, Topeka & 
Santa Fe, the Chicago, Milwaukee & St. Paul, the 
Columbus, Hocking Valley & Toledo and the Illinois 
Central, have decided to use the plan among them- 
selves from July 1, 1898, under an agreement, as fol- 
lows:* 

_ Resolved, That commencing July 1, 1898, the roads 
signing this agreement will, for their mutual interest, 
settle between each other car hire accounts on the 
per diem exchange and mileage basis, under the fol- 
lowing rules: 

1, Common freight equipment will be exchanged 
at equal value; one car day offsetting another car 
day. The balance car days to be paid for at the rate 
the cars actually earn per day at the present stand- 
ard mileage rate, 6 mills per mile. 

2. Refrigerator cars will be exchanged on the same 
basis as the common equipment, and balance days 
to be paid for at rate cars actually earned per day 
at the standard rate of 74% mills per mile. 

3. Sundays and holidays to be included in the count 
as working days. 

4, The date of receipt of car is not to be considered 
or charged. For example, a car received on the 3d 
day of the month and returned, or delivered to an- 
other foreign road on the same day, will not be con- 
sidered and no credit will be allowed. A car received 
on the 5th and returned to owner, or delivered to a 
— road on the 10th, will receive credit for five 

ays. 

5. Per diem on foreign cars destroyed is chargeable 
to the road in whose possession they may be until 
the date the proper notice of such destruction is 
mailed to the owner. 

6. Freight car hire settlements will be made each 
month, and in addition to reporting the total mile- 
age performed the number of days and earnings per 
car (to be determined on the present mileage basis) 
are to be reported. 

7. Other railroad companies desiring membership 
in this association can secure same by making known 
their wishes to the chairman, stating date they wish 
their membership to become effective. 

A resolution was passed authorizing the Chair to 
appoint a committee of five to present this subject in 
person to the Car Service Committee of the American 
Railway Association. 

The Committee on Large Cars recommended revis- 
ing existing tariffs so that bulky freight can be 
shipped in 34-ft. cars. The report was adopted, after 
a short discussion. 

In discussing the report on tracers attention was 
drawn to the fact that it is possible to improve on 
the present method of handling equipment that has 
been traced for. Some roads do not wait for the re- 
ceipt of tracers before issuing orders for the return 
of foreign equipment. Considering the millions of 
movements the number traced for is relatively small. 
By carefully checking the records at stated intervals 
certain lines have taken effective steps to prevent 
any unnecessary delay to foreign cars. The Chair 
was authorized to appoint a new committee to inves- 
tigate and report on this subject. 

One of the most interesting features of this con- 
vention was the illustration given by Mr. W. E. 
Beecham of the Chicago, Milwaukee & St. Paul of his 
new system of car reports without the use of books, 
pens or pencils. (Described in the Railroad Gazette 
Feb. 4.) Mr. Oscar Beecham gave an illustration of 
the method of recording movements of cars by type- 
writer, on cardboard ribbons reeled from a wheel at- 
tached to the machine. These ribbons are perforated 
at regular intervals in order that after they are writ- 
ten upon they may be torn apart, resulting in indi- 
vidual tags about one inch square. Upon each of 
these tags is noted number of the car, number of the 
statiom to which car was moved, with the date and 
number of the train moving the same. Records of 
cars on foreign roads are entered on similar tags of 
varying colors. A red tag denotes the delivery of a 


ear to connecting line; a green tag denotes the move- — 


ment of car when interchanged between other roads, 
and a blue tag indicates the receipt of car by the 





*We have since learned from an officer of the Illinois 
Central that the Missouri, Kansas & Texas will also 
adopt the per diem basis on July 1 for all car settle- 
ments between itself and the four companies above 
named. Mr. Daly’s plan was described in the Railroad 
Gazeite June 17.—Editor, 
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home road. The reports are permanently kept upon 
pegs on inclined boards, a separate pin, being provid- 
ed for each of the road’s 30,000 freight cars. 

An exhaustive discussion on this plan showed that 
there is a considerable saving in certain directions, 
and that for intelligent distributiom and the follow- 
ing up of cars away from the home road it possesses 
peculiar advantages. 

The following officers of the association were elect- 
ed for the ensuing year. H. G. Sleight, Vandalia 
Line, President; T. S. Bell, Pennsylvania Railroad, 
Vice-President; G. S. Russell, B., C. R. & N., Secre- 
tary; J. W. Burnham, Fitchburg Railroad, Treasurer. 

Saratoga was selected as the place for the next an- 
nual meeting, June 20, 1899. 








The Congo Railroad’s Finances. 





A bull speculation in Congo Railroad shares seems 
to verge on the impossible, but there has been such 
a speculation in Brussels, according to German 
newspapers. When the company was formed in 1889 
it received its charter from the “Congo Free State,” 
which had neither money nor credit, but it reserved 
authority to acquire the railroad from the corpora- 
tion. Belgian, German and English capitalists (and 
we believe at least one American) subscribed 15,000,- 
000 francs to the enterprise on condition that the Bel- 
gian government subscribe 10,000,000 francs for 3% 
per cent. shares. The individual stockholders received 
for their 15,000,000 francs 7 per cent. shares for that 
amount and besides 4,800 ‘founders’ shares.” The 7 
per cent. shares were entitled to one-half of the sur- 
plus profits and the founders’ shares to the other 
half. 

It was not long before the 25,000,000 francs so raised 
was all spent and the railroad only fairly begun. 
Then the Belgian government, to save the enterprise, 
subscribed 5,000,000 francs more and guaranteed an 
issue of 20,000,000 francs of bonds, on condition that 
it should have the right to acquire the railroad. Now 
the ‘‘founders’ shares,’’ which, if Belgium should ex- 
ercise its right, would be worth nothing, have been 
selling for as much as 2,000 francs. The road has 
just been completed, and the company now asks the 
two governments to agree not to exercise their right 
of purchase before 1909. The Congo Free State, which 
has not invested a franc in the enterprise, agrees to 
do this on consideration of receiving 20 per cent. of 
the surplus profits. Belgium, by whose money and 
credit the road has been built, is said to be likely to 
agree without any consideration. Besides its advances 
to the railroad Belgium has advanced 25,000,000 francs 
to the Congo Free State itself, and it must decide in 
1900 whether it will require the repayment of these 
advances or take the Congo State as a colony, which 
latter is not likely to be permitted by the Belgian 
people, who, strange to say, are not eager to acquire. 
a colony to sink money in. But the Congo Free State 
has no means to pay the advances, and it is thought 
that an “extension” will be granted, and probably 
some further advances to keep the State going. 

Altogether the Congo Railroad seems to be about as 
effective as in interoceanic canal, and the Congo Free 
State almost equal to an island “dependency” as an 
absorber of money from taxpayers and its distribu- 
tion among “promoters” and patriotic extenders of 
“spheres of influence.” 


The last rail was laid on the Congo Railroad May 1, 
and since that time the entire line, 241 miles long, 
has been in operation. It is reported that the road 
earned $130,000 in April and $440,000 in the first four 
months of the year. How much of this was for car- 
rying construction material is not reported. The fare 
over the whole length of the line is about $95 for 
whites and one-tenth as much for blacks. As there 
are very few whites there, and many of these en- 
titled to passes, and as the blacks very rarely have 
a dollar, the passenger earnings may not be 
great, in spite of the high fares. The freight rate up 
the road is $18.90 per 100 kilos—$8.60 per 100 Ibs., 71 
cents per ton per mile. Down stream these rates 
vary with the kinds of freight, ivory taking the above 
rate on up freight, while India rubber will be taken 
for $3.64 per 100 lbs. There are three trains carrying 
passengers weekly; they take two days to make the 
241 miles, but do not run at night, the passengers 
staying over night at the half-way station. The 
equipment consists of 56 locomotives, 15 passenger 
cars and 208 freight cars—an extraordinary propor- 
tion of locomotives. 

It will be remembered that this railroad was built 
to pass the rapids of the Congo, and that above it 
there is a vast extent of navigable river, so that:a 
very smal] amount of shipments in proportion to area 
may easily make a large amount for the railroad to 
carry. How long it will take to develop a traffic re- 
mains to be seen. 








Notes from Technical Schools. 


At this time of the year more than at any other 
the engineer looks with interest to the work of tech- 
nical schools. We give below some notes and re- 
ports of the graduating exercises at some of the 
engineering schools. Others would have been included 
if the information had been received. 

Steven’s Institute of Technology.—On Tuesday 
evening, June 14, Prof. Albert F. Ganz delivered 
an illustrated lecture on electricity, showing many 





interesting experiments. At the same time the 
graduating class presented a dynamo to the Institute 
for experimental purposes. 

At the Alumni meeting the following evening the 
President of the Association, Mr. John W. Lieb, Jr., 
delivered his retiring address, in which he discussed 
the question of the relations between the mechanical 
and electrical engineers. Crayon portraits, superior 
in their finish, of the late Professors Alfred Mayer 
and DeVolson Wood were presented to the Institute 
by the Alumni Association, President Leib making 
the presentation, which was replied to by President 
Morton. 

On Thursday evening 57 graduates received the de- 
gree of Mechanical Engineer. In his opening ad- 
dress President Henry Morton mentioned that five 
of the class of ’98 were acting as assistant engineers 
on one or another of the United States cruisers. Mr. 
J. D. Hackstaff delivered the salutatory address, 
after which Mr. H. G. Prout addressed the grad- 
uating class. The valedictory address was delivered 
by Mr. F. A. Wells. 

Worcester Polytechnic Institute—One of the prin- 
cipal features of commencement week at Worcester 
was an address by George Richmond, M. E., Super- 
intendent of the De La Vergne Refrigerating Ma- 
chine Co., of New York City, on “Iron Making and 
Refrigerating Machinery.” On Thursday morning 
of last week addresses were delivered to the gradu- 
ating class by His Excellency Roger Wolcott, Gov- 
ernor of Massachusetts, and by Hon. H. S. Pritchett, 
Superintendent of the United States Coast & Geodetic 
Survey, on “The Engineering Side of Astronomy.” 

Cornell University.—The 30th annual commence- 
ment exercises at Cornell took place on Thursday, 
June 16. The following number of degrees in the 
different departments were given: a2 & B., 
#@ Ph. B., 3 B. l, DT BB &, 16 Lis BB, 10 3B. 
S. A., 4D. V. M., 10 B. Arch’s., 16 C. &., 44 M. E. and 
45 mechanical engineers in E. E. and 23 Ph. D. This 
list will enable the reader to form an estimate of 
the relative number of graduates in the engineering 
departments, compared with those taking either the 
more popular courses or studying for post graduate 
degrees. Instead of having the orations delivered by 
members of the graduating class, as formerly, Presi- 
dent Schurman delivered an address on ‘‘A Genera- 
tion of Cornell,” in which he stated that from 384 
students in 1881 the attendance had risen to 1835 in 
the regular courses during 1897-8, and if to the latter 
number we add the 192 which entered the summer 
school and the 93 who took the winter course in agri- 
culture, we have a total of 2,120 who received instruc- 
tion last year. He stated that during the last six 
commencements as many degrees had been granted 
as were given during the term of office of Presidents 
White and Adams, which covered 24 years. Alto- 
gether 442 degrees were conferred last Wednesday 
at Cornell. 

The Rensselaer Polytechnic Institute.—The gradu- 
ating class of the Rensselaer Polytechnic Institute 
numbers 27 men. The degree of civil engineer will 
be conferred upon 25 and two will receive the degree 
of Bachelor of Science. The members of this class 
come from nine states of the Union and two 
foreign countries. Three of them are in the war, 
two with the Second Regiment of New York 
State Volunteers at Tampa, and the third is a mem- 
ber of the Volunteer Engineer Corps. 

The baccalaureate sermon was delivered by Rev. Dr. 
Enos, of St. Paul’s Church, Troy, Sunday morning. 
The graduating theses were read Monday and Tues- 
day. One of these was a design for the elimination 
of grade crossings on the Long Island Railroad be- 
tween Jamaica and Brooklyn, and its extension by 
a tunnel to New York, by Percy E. tuyon, of Brook- 
lyn. Ferdinand J. Litter, of New York City, took for 
his thesis a design for a steel frame of a dome with 
a span of 124 ft. Seven of the theses will be submit- 
ted for the Macdonald Prize, which is given by 
Charles Macdonald, of the Union Bridge Company, 
of New York, for the best graduating thesis. 

The business meeting of the alumni took place at 
11 o’clock Wednesday, the alumni dinner at 1:30 
o’clock, and the commencement exercises occurred 
at 8 o’clock in the evening. The speaker at the com- 
mencement exercises was Alfred T. White, of the 
class of 1865, Ex-Commissioner of Public Works of 
Brooklyn, N. Y. The hop given by the R. P. I. Union 
to the graduating class was omitted this year on ac- 
count of the death by drowning of E. A. Hermany, 
a member of the Junior class, who was the son of 
Charles Hermany, Chief Engineer of the Louisville 
Water-Works, of Louisville, Ky. This occurred at 
an early hour Saturday morning. 

Lehigh University.—The graduating exercises at 
Lehigh took place on Wednesday, the 15th. This year 
17 young men received the degree of Civil Engineer, 
15 Mechanical Engineer and 15 Electrical Engineer. 
The degrees for Bachelor of Arts, Engineer of 
Mines, Master of Science and Analytical Chemists 
altogether numbered but 13. The address to the grad- 
uating class was delivered by Prof. Robert E. 
Thompson, President of the Central High School, of 
Philadelphia. After the exercises the Alumni Asso- 

ciation presented a flag to the University, Mr. R. P. 
Linderman, President of the Bethlehem Iron Works, 
giving a brief address. 


Ohio State University.—The 2ist annual com- 


mencement at Columbus took place Wednesday 
morning, the fifteenth. The annual address was de- 
livered by Dr. Casper W. Hiatt, of Cleveland. In 
the College of Engineering eight received the degree 
of Civil Engineer, 15 the degree of Mechanical En- 
gineering, two Engineer of Mines and one Bachelor 
of Science. In the mechanical engineering depart- 
ment, and it may be so in the other departments, 
Prof. Wm. T. Magruder, lays considerable stress on 
the theses work. We note that three of the gradu- 
ates this year made tests on gas engines. All of the 
subjects that were undertaken were evidently care- 
fully selected. 

Armour Institute of Technology.—The second an- 
nual commencement of the technical college was 
held in the assembly hall June 15. After opening 
exercises the address to the graduating class was 
delivered by Dr. T. C. Mendenhall, President of Wor- 
cester Polytechnic Institute, on “The Founders of En- 
gineering and the Higher Qualities of the Engineer.” 
The degree of Bachelor of Science was conferred 
upon 15 graduates, one in mechanical engineering, 
two in architecture and 12 in electrical engineering, 
the diplomas being delivered by President Gunsaulus. 

Chicago Manual Training School.—Graduating ex- 
ercises took place June 15, and the senior class of 
64 members received diplomas from George B. C. 
Walker, President of the Board of Trustees. Prof. 
H. H. Belfield presided, and the address was deliv- 
ered by Prof. C. H. Henderson, of the University of 
Chicago, on “The Social Value of Constructive 
Work.” The annual exhibition of the work of the 
students was given on June 14, when the work rooms 
were in operation. Finished furniture and machinery 
and the work of the drawing department were also 
shown. 








The New Steel Plant at Birmintham. 





For a long time Birmingham iron masters and 
others have been on the point of establishing a big 
steel works at that place, and lately the Tennessee 
Coal, Iron & Railroad Co. and others interested in 
Birmingham properties have been busy in the ne- 
gotiation and organization of a plan for financing 
such an enterprise. Last week it was announced that 
the new steel works enterprise has been organized 
under the name of the Alabama Steel & Ship Build- 
ing Co. It is proposed to issue $1,100,000 of 6 per cent. 
bonds, $440,000 of 6 per cent. preferred stock and $50,- 
000 of common stock. The bonds and preferred stock 
are guaranteed by the Tennessee Coal, Iron & Rail- 
road Co. The bonds are underwritten by the Louis- 
ville & Nashville Railroad Co. and the Southern Rail- 
way Co. to the amount of $200,000 each; by Moore & 
Schley, bankers, of New York, $143,000, and by vari- 
ous individuals. 

It is proposed to put in an open hearth plant with a 
capacity of a thousand tons a day. Precisely what 
will be done with the product is not yet determined, 
but one project is for putting in a wire rod mill, and 
it is said that about 250 tons a day will probably be 
taken to make ship plates for export. Furthermore, it 
is supposed that a considerable part of the steel will 
be turned into rails. 

The new steel plant will be at Ensley, Ala., six 
miles west of Birmingham, adjacent to the furnaces 
of the T. C. I. Company. It is proposed to put in 10 
Wellman open hearth furnaces, with all the necessary 
adjuncts, and everything, of course, up to the best 
modern practice. It is proposed also to put in a 
blooming mill, a billet mill and a rail mill. The Well- 
man-Seaver Engineering Co. of Cleveland, O., will 
have charge of the design and construction of the 
works, and Capt. R. W. Hunt has acted for the steel 
company in passing on the plans and estimates. 





Railroads in China. 





We print below some extracts from United States 
Consular Reports, issued June 23. Consul Fowler 
writes from Chefoo, April 11: 

“TI inclose translation of a memorial of the Tsung- 
li-Yamen to the Throne, conveying the petition of 
Dr. Yung Wing for permission to construct a railroad 
from Tientsin to Shanghai, through the whole length 
of this province. The petition was granted by the 
Emperor, when, it is stated, the German Minister 
protested, claiming that his Government had the 


‘sole right to all commercial enterprises in Shantung. 


The result was that the permission was withdrawn, 

“T inclose translation of an article taken from the 
‘Hupao’ of March 16, 1898, the journal patronized by 
the official classes of China: 

“On the 26th day, twelfth moon, twenty-third year, 
Yung Wing, expectant Taotai of Kiangsu, petitioned: 
A line north and south from Tientsin through Teh- 
chow, in Shantung, to Chinkiang, Kiangsu, is neces- 
sary, and should be built in the interest and for the 
welfare of the people. 

“‘At present, Germans, taking advantage of the 
missionary case, desire to lay down rails to Chinan, 
and I propose that we first construct this northern- 
southern line, so that the Germans building to Chi- 
nan can be asked to join their line with ours, thus 
restricting them in their operations. It is of the ut- 
most importance that the construction of a railroad 
from Tientsin to Chinkiang should be undertaken 
by us, as otherwise the benefits will be derived by 
others. 
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“The Chinese Lee-Han line, under the management 
of His Excellency Shen, has already been surveyed, 
and arrangements for the construction nearly com- 
pleted. Yung Wing, in carrying out his scheme, 
could co-operate with Shen as regards connecting the 
branches of the two main lines.” 

Under date of April 13 Consul Fowler sends a news- 
paper clipping giving the description of the probable 
route of the railroad from Kyao-chau to Chinan-fu. 
Besides this route, adds the Consul, the Germans 
have obtained the right to construct a railroad to 
Ichow-fu, and thence to Shanghai. 

Consul-General Goodnow writes from Shanghai, 
under date of May 4, 1898, that bids for track ma- 
terial for the Imperial Railroad had been requested, 
including 4,000 tons of rails, 265 tons of fish plates, 
26 tons of track bolts, and 90 tons of track spikes. 
Bids were to be received until April 30, 1898, and the 
material is to be delivered at Tientsin—one-half be- 
fore Aug. 31 and the remainder before Sept. 30. 
The freight, insurance, ete., adds Mr. Goodnow, 
amount to about $5.50, gold, per ton from Chicago, 
$7 per ton from New York, and $7.50 per ton from 
London or Antwerp. The following tenders were pre- 
[We omit all but the rails.—Editor.] 







sented: 

Name of bidder. Makers. Amount, 
Fobes & CoO.......sccccccsee Batt & Co., Limited 
Shewan, Tomes..........++- ORNL Sens ssetscumewne 
Jardine, M., & Co......... TS | ee 
American Trading Co.....Illinois Steel Co..... 
Schiller G& CoO....cccccccceee eT aa eee 
Mitsui B, Kaisha.........-- CAMDDEH | ....2.00000 
A. W. Bash....cccccccccccce Lackawanna ........ 
Spitzel & CoO.........eseeeee COMIBEIR. ccsesccee 
Vanderstegen .......seeeeee Cockerill ......... 
Carlowitz & CO.......+s08 CRIS .sscs0000 
Fearon, Daniel...........+..- CRRERTIB.. 2 cvcccesees 
Buchheister .......é.... .... Campbell ccaataeen 
China and Japan TradingCampbell .......... 

COMPANY... .cccercccccerccces 1 seeeeceenecssseeen seseeenes 
Arnhold, K., & Co.......+.. CBERORIO  ..0<006 © eee ees 
TAIts 4 CO. ..ccsccvossccrevcccsescevvcrecsessescaccsccsce 128,790 


Under date of May 14, 1898, the Consul-General in- 
forms the department that the contract has been 
awarded to A. S. Fobes, an American citizen repre- 
senting an English establishment as follows: 





£& & 
4,000 tons (2,240 Ibs.) steel rails.......... per ton 6 0=$29.20 
Sufficient fish plates for above.... ae a 9 0= 43.80 
Sufficient track bolts for above......... “ 28 10= 8.70 
Sufficient spikes for above..........++- “ 12 0= 58.40 


One-third of the price is to be paid with the order, 
one-third on shipment, and one-third on delivery. As 
the Taku wharf, adds Mr. Goodnow, has only 12 to 
13 feet of water during spring tides, it will be neces- 
sary to lighter the iron about 15 miles before it 
reaches the wharf where it is to be placed. 





Annother Underground Electric Railroad for London.* 





The English investing public has just had _ be- 
fore it the prospectus of the Great Northern & City 
Railway Company. The capital of the concern is 
nearly $8,000,000. The board is composed of such 
eminent railroad men as Sir Charles Scotter, Sir 
Allen Sarle, Colonel R. Williams, M. P., and Sir Fran- 
cis Knollys, K. C. M. G., K. C. B. The railroad is to 
run in direct connection with the Great Northern 
Railway, to afford a short through communication 
between Finsbury Park Station, in the suburbs of 
London, where the various suburban lines of the 
Great Northern converge, and Moorgate street in the 
city of London. The length will be three miles and 
the railroad, which will be in duplicate tunnels 16 
feet in diameter, will be operated by electricity. The 
tunnels will take the heaviest suburban steam trains 
of the Great Northern Railway Co., consisting of 11 
vehicles, with a capacity of 500 passengers. There is 
an arrangement made between the Great Northern 
Railway Co, and the new company, whereby the for- 
mer pays over a certain sum for the right to use the 
tunnels, and for the up-keep of the city terminus. 
The trains will do the journey within twelve minutes. 

The directors in estimating the probable receipts, 
calculate on a daily service of 125 trains each way, 
but as other lines serving similar purposes run twice 
the number, the estimates should be well within the 
mark, The Metropolitan Railway Company runs 
daily through King’s Cross 265 trains each way, the 
Metropolitan District 278 trains each way through 
Victoria, and the South London electric railroad 220 
trains each way for its purely local traffic. 

A contract has been entered into with Messrs. S. 
Pearson & Son, Ltd., for building and equipping 
the railroad and works, including all buildings, roll- 
ing stock, electrical installation, motors, etc. The 
contractors take all responsibility for compensation 
and damage by tunnelling or other operations, and 
will hand the whole concern over to the company 
when completed, fully equipped with roling stock and 
in working order. They will also work the railroad 
for three years under agreement, they guaranteeing 
4 per cent. on about $4,000,000 of the ordinary shares 
for three years after the opening of the line. 

The arrangement by which the contractors assume 
responsibility for damage caused during construction 
is important, for much has been said from time to 
time about alleged damage done to various well- 
known buildings in the city of London by the opera- 
tions connected with the construction of the tunnels 
for the Waterloo & City electric line which is now 
stated to be completed, ready for running. One of 


*A description, with a map, of the tunnel railroads 
of London was published in the Railroad Gazette Sept. 
8, 1897, page 614. 


the chief things which has kept back the completion 
of the Waterloo & City line is the enormous difficulty 
that has been experienced in preparing the station 
tunnels and subways at the Mansion House, where 
several of the electric railroad companies have their 
joint terminus, 








Surface and Elevated Cars on the New York and 
Brooklyn Bridge.” 





Although the surface cars of Brooklyn have been 

crossing the bridge to New York for over five 
months and the elevated cars are fairly started on 
the new plan and for two weeks some trains have 
been run to the New York end, yet the question of 
tolls to be charged by the different companies is ap- 
parently still unsettled. The present agitation of the 
matter makes it advisable and timely to give some 
facts now known only in a general way, and to pre- 
sent the situation as fairly as possible, leaving it to 
the reader to form whatever conclusions are war- 
ranted by the facts and figures. 
_ It is now a little over a year since the Law was 
passed granting to the Trustees permission to make 
contracts with surface or elevated railroad com- 
panies for running cars to the New York terminal of 
the bridge. The progress which has been made by 
the elevated railroads in completing the structures 
necessary to connect the present elevated with the 
bridge tracks indicates that it will be only a few 
weeks at the most before the full number of elevated 
cars also run direct to the New York side. Just 
at this juncture, when it has become quite evi- 
dent that the taxpayers of Brooklyn and New 
York must submit to a loss in public reve- 
nue of something over $750,000 a year because of re- 
duction of passenger and roadway receipts, an effort 
is being made to demand from the surface and ele- 
vated railroad companies an increase in the toll 
rates, which has resulted in a vigorous protest from 
these companies. 

It should not be inferred from the fact that the 
bridge has only recently been made a public high- 
way for surface and elevated cars that the question 
is a new one in the minds of the several Trustees 
and Engineers who have heretofore been prominent 
in the building and management of the bridge. As 
far back as 1878, years before the electric car made 
its appearance, Col. Washingtom A. Roebling, then 
Chief Engineer, concluded a report to the Trustees 
as follows: “If at any future time it is deemed ad- 
visable to extend lines of horse cars from Brooklyn 
to New York it would be an easy matter to arrange 
one of the outer tramways for the circulating system 
by providing it with a light %-inch rope and an en- 
gine. This would transfer them over at a much 
greater rate of speed and obviate the necessity of 
taking over the horses.” 

Although the matter came up occasionally along in 
the eighties and early nineties, yet no important move 
was made until December, 1898, when the Brooklyn 
Elevated Railroad presented a definite proposition. 
At that time the question of the motive power to be 
used, together with other undetermined matters, 
prevented carrying into effect the proposed plan. 
The subject came up repeatedly after that, but no 
agreement could be reached. Those prominent in 
the bridge management felt strongly their obligation 
to make it, a “public highway” in the sense referred 
to by Mr. John A. Roebling, the first Chief Engineer 
of the bridge, while it was being designed, and con- 
sequently hesitated to take any action which would 
leave a doubt as to carrying out the original intent. 

On May 22, 1897, the Act previously referred to was 
passed by the Legislature. It contained a proviso 
that no extra fare should be charged by any of the 
surface or elevated railroads for passengers carried 
to or from the New York terminal from or to any 
part of Brooklyn than was then charged by those 
companies for carrying passengers over their lines, 
and Section 4 concluded thus: ‘‘But nothing in this 
Act shall be construed as preventing the said Trus- 
tees from making a proper charge to any railroad 
corporation for each car crossing such bridge.” 

In reply tu a suit brought Dec. 27, 1897, against the 
Trustees it was suggested that under the Brush law 
the Trustees were permitted to allow the passage of 
cars over the bridge, but that this would result in a 
large diminution of traffic over the Bridge Railroad 
and consequently in a large loss of revenue. This 
revenue had been pledged by previous enactments to 
form the whole or part of the fund from which is to 
be made the payments on the principal and interest 
on bonds issued by the two cities for building the 
bridge and extending its facilites. 

A knowledge of the existing conditions with a 
proper estimate of their importance as in part indi- 
cated above makes the question of tolls a most im- 
portant one. Besides the actual decrease in revenue 
over corresponding months last year because of the 
low toll rates charged, there has been a considerable 
decrease of wagon traffic over the bridge, as shown 
by the actual cash decrease in receipts over last year 
for March, April and May of $254, $393 and $604 re- 
spectively, making an estimated total decrease for 
the year of $6,000. 





*Since this article was put in type an agreement has 
been signed by the Brooklyn Elevated Railroad Co. and 
the Bridge Trustees, which will throw a little different 
light on some of the questions involved. This’ agree- 
ment is referred to at the close of the article. 


From the side of the bridge management, the fol- 
lowing facts should not be overlooked. As far as it 
relates to the surface cars, these condensed state- 
ments give a key to the situation. 

(1.) The electric roads occupy, approximately, 12,- 
600 sq. ft. at the New York station. At a fair rate of 
rental of this space the bridge would receive about 
$20,000. 

(2). If each electric car which crosses the bridge 
wete a vehicle drawn by two horses, the charge would 
be, according to the schedule of tolls, 20 cents a round 
trip. The electric cars occupy more lineal space and 
impose a greater load upon the structure than the 
heavier trucks drawn by horses. 

(3). For transmitting seven feeder cables; .two re- 
turn track wires and two overhead wires, the yearly 
rental for such, if belonging to and at the rates paid 
by other parties, would be $2,000. 5 

(4). Assuming that there will be 3,200 cars a day 
and converting the annual rentals and charges into 
rates per day, for a round trip, which would be re- 
quired to make up the amount in the above charges, 
the resulting toll would be about 22% cents. 

(5). By reason of the surface cars crossing the 
bridge, 42 policemen, each at a yearly cost of not less 
than $1,000, are required. While this item of expenpe 
is not charged directly to the bridge management, it 
is, however, an expense to the taxpayers which cqn- 
not be overlooked in an impartial consideration of the 
question. { 

Regarding the elevated trains that cross the bridge, 
the following should be noted: , 

(1). The cost of drawing a car from the Brooklyn 
Bridge terminal to New York and return according to 
the estimates made, is about 90 cents per car, not in- 
cluding the depreciation losses of the power plant, 
tracks and cables. 

(2). The elevated railroad will occupy somewhere 
near 50,000 sq.ft. of surface controlled by the Trustees, 
and it is estimated that for this at least $30,000 should 
be paid as a yearly rental. 

(3). Assuming that the average number of round 
trips over the bridge per day will be 1,600, and con- 
verting the annual charge and rental into rates per 
car, the resulting toll would be about 90 cents. 

From the surface roads then a revenue of $262,800 
per year, and from the elevated road $525,600 a year, 
or a total of $784,000, should be received in order to 
compensate for the privileges of these roads. The 
revenue of the bridge in 1898, as estimated, would be 
$1,423,700, but in this are included tolls on 3,200 sur- 
face and 1,600 elevated cars each day at 5 and 12% 
cents each, respectively, so that after the proper re- 
ductions from this estimate, a revenue of something 
like $202,700 cam be expected for 1898. Of course this 
amount might be increased soméwhat by a decrease 
of operating expenses, 

We are now prepared to look into some of the re- 
sults of running the electric cars to Park Row, New 
York. The first electric cars to cross the bridge for 
public service, made the trip on Feb, 23 last. On that 
day the number of cars was 28, and this number has 
been gradually increased until an average of 3,200 
make the round trip daily. A careful examination 
of the loss from railroad receipts has been made and 
the following table gives the per cent. of increase or 
decrease of receipts from the Bridge Railroad and 
roadway for each month from October last compared 
with the receipts during a like period of the preceding 
year. The latter, of course, does not include receipts 
from electric cars. Increase is denoted by + and de- 
crease by —. 

Table showing per cent. increase or decrease of re- 
ceipts: He 
i-_ee IIl—Roadway . 


DOT mipn cits dees. oes sevauh een J 

November..... ......0s000 Sie ass Tit j Tet 
December....... ee eee 6.6+ 
UNE DEL caine cae <ineseaceweuiers So. ‘sisuien 7.34" 5.0— 
A ae eer eae 9.7-- 4.3— 
MABBO . cecsecnsvccovencesmneseses - 6.3 3.3— 
AES eas omniesc: waenickies eae es teoe 4u.4— 5.0—- 
TAB cceccsisuasecec pianeseeenies coccesee 43,.7—— 7:5— 


The toll from the surface cars during January was 
$17.50; in February, $1,496.35; March, $4,820.90; April, 
$4,832.70, and May, $5,252.30. ' 

On the other hand, the running of the cars over the 
bridge is regarded as a great public benefit. The only 
compensation for the railroads is in increased receipts 
from the additional number of passengers carried. 
The cost to the electric roads of laying rails over the 
bridge, together with the other equipment, has been 
considerable, and the entire operating expenses, in- 
cluding rentals, according to the estimates which have 
been made, is over22cents a round trip,so that if the 
extra revenue received from these sources does not 
entirely compensate for the additional expense, then 
the electric railroads also are losgpg by the con- 
tract, which, however, is not probable. It would be 
somewhat unfair to draw conclusions as to what this 
loss or gain is, until the elevated cars have been run- 
ning over the bridge long enough to determine its ef- 
fect on the passenger traffic of the electric roads. 

Sifted to its last analysis, the problem that has con- 
fronted the parties directly involved is this: A large 
decrease of bridge revenue is imminent. Who should 
and can be compelled to make up the deficit? 





On Monday of this week a contract was signed 
whereby the Bridge Railroad, which includes the 
driving plant (cable and electric), the bridge cars, 
tracks and all other appurtenances belonging to and 
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necessary for running the railroad were leased to the 
Brooklym Elevated Railroad Co., the same to take ef- 
fect on July 1. Briefly the contract provides that the 
Brooklyn Elevated shall carry the passenger traffic of 
the bridge at the present rate of fare, supply its own 
power and men to run the trains while on the bridge 
and pay a toll of 10 cents per round trip for every car 
that crosses the river. This action changes the situ- 
ation somewhat and it may be questioned in the 
minds of many if the matter can be considered as 
finally settled. 

Under the new agreement should the city lose any- 
thing the railroads are to be held responsible. On all 
profits the city is to receive 5 per cent. on amounts of 
not less than $10,000 and not over $20,000, 744 per cent. 
if between $20,000 and $40,000, 10 per cent. if between 
$40,000 and $60,000, 1214 per cent. if between $60,000 and 
$80,000, 15 per cent, if between $80,000 and $100,000, 20 
per cent. if between $100,000 and $150,000, 25 per cent. 
on-all amounts exceeding $150,000. The Brooklyn Ele- 
vated is also to pay $20,306.28 annually for the use of 
the tracks and switches of the present bridge rail- 
road. 

Mr. Uhlmann is reported as stating that during the 
period that the electric cars have been running over 
the -bridge the Brooklyn Elevated has lost 20 per 
cent. of-its travel. It is believed that the present loss 
of traffic will not only be regained, but the agree- 
ment with the Long Island road will be one of the 
means whereby a large increase of passenger receipts 
can be expected over what has heretofore been 
secured. This agreement, referred to in our issue of 
April 8 last, provides for a through connection with 
Jamaica, Rockaway and other points on the Long Is- 
land road. 








Henry Flad. 





Henry Flad was one of the many men of excep- 
tional ability for whose presence in America we are 
indebted to the Republican revolution of 1849 in Ger- 
many. He was born near Heidelberg, in the Grand 
Duchy of Baden, in July, 1824. His father dying a 
few years later, his mother removed to Speyer, on 
the west bank of the Rhine, in Rhenish Bavaria. 
Here ‘he went to the -preparatory school, or gym- 
nasium, and thence to the University of Munich, 
where he entered the Polytechnic School. 

After his graduation in 1846 he entered the govern- 
ment engineering service, and was detailed for duty 
on the improvements of the Rhine. In 1849, upon the 
outbreak of the republican revolution, young Flad 
entered the revolutionary army as a captain of en- 
gineers. But fortune was adverse, and the revolu- 
tionists, after several hotly contested battles, were 
driven into Switzerland. Being sentenced to death 
for his part in the revolution, Capt. Flad took pas- 
sage for the United States, landing in New York dur- 
ing the Autumn of 1849. 

His first work was as a draftsman in an architect’s 
office, but in 1850 he became an assistant engineer on 
the New York & Erie Railroad, with headquarters at 
Dunkirk. In 1852 he became an assistant engineer in 
the service of the Ohio & Mississippi Railway Co., 
then building a road from Cincinnati to St. Louis. In 
1854 he went to Missouri as assistant engineer on the 
Iron Mountain Railroad, his old friend, Mr. James H. 
Morley, being the chief engineer. He remained on 
this work till its completion to Pilot Knob, in 1857, 
and afterward made important surveys in Southeast 
Missouri. 

In 1861 he came to St. Louis and joined the Third 
Missouri Reserve as a private soldier, but was soon 
promoted by Gen. Fremont to be a Captain of En- 
gineers, and detailed to duty at Cape Girardeau. 
Upon the removal of Gen. Fremont, Capt. Flad was 
transferred to “Bissell’s Engineer Regiment of the 
West,” and after service through the campaigns of 
Corinth, Vicksburg and Atlanta was made Colonel of 
the Regiment. Soon after this, seven companies of 
the regiment were mustered out of service, and Col, 
Flad returned to St. Louis. 

His first work after this was as chief assistant to 
Mr. James P. Kirkwood in preparing plans for new 
water-works for St. Louis. In 1867 Col. Flad was ap- 
pointed one of the Water Commissioners to whom 
was intrusted the construction of the new works, and 
in 1871 he was reappointed for another term of four 
years. During this time, from 1868 to 1874, he also 
acted as Chief Assistant Engineer to Capt. Eads in the 
construction of the St. Louis bridge, and some of the 
boldest features of this great enterprise, particularly 
the method of erection without falsework, were due 
to him. 

From 1875 to 1877 Col. Flad was engaged as consult- 
ing engineer in various works in conjunction with 
Charles Pfeiffer, Thomas J. Whitman and Prof. 
Charles A. Smith. Among other things, he was en- 
gineer for the Commissioners of Forest Park. 

In 1877 he was elected President of the newly con- 
stituted Board of Public Improvements of St. Louis, 
and served continuously in this position until the 
spring of 1890, when he resigned to accept an ap- 
pointment as member of the Mississippi River Com- 
mission. In the latter position he remained until his 
death, giving to the work nearly the whole of his 
time. 

Col. Flad became a member of the American So- 


corporation law shall not apply to railroads. 
section limits the amount of non-mortgage debt that 
a corporation may incur, and the exemption was 
passed to allow the New York Central to issue bonds 
to pay for its interest in the Lake Shore & Michigan 
Southern. 


road law. 
and interlocking signals. 
ers may direct the use of interlocking signals at 
crossings of steam and street railroads and apportion 
the expense of construction and maintenance. 
law forbids stopping any car, horse or locomotive 
on a crossing. 


affects highway crossings. 
prescribe regulations for changing grades and for ap- 
portioning the cost thereof. 


ciety of Civil Engineers Feb. 15, 1871, and was Presi- 
dent of the Society from Jan. 20, 1886, to Jan. 19, 
1887. He died June 20, 1898, on his way home from a 
meeting of the Mississippi River Commission in New 
York, while visiting Pittsburgh, at the home of Mr. 
Godfrey Stengel, a lifelong friend, who came in the 
same ship with him in 1849 to America. He died very 
suddenly, of acute heart failure, while walking home 
from Highland Park with Mr. and Mrs. Stengel. Up 
to the moment of his death he was in most excellent 
spirits, and had just been commenting in a laughing 
way upon the architecture of the park portals, 

As an engineer Col. Flad was remarkable for his 
fertility of invention. For every new problem he had 
not only one but many solutions, and the quickness 
and vigor with which in such cases his mind worked 
amounted to genius. And, like the true artist, he 
loved his work for its own sake. After he had solved 
a problem, it ceased to interest him, and he passed 
on to something new. He cared for the work, and 
not for its rewards. 

As a man he was equally great. His unassuming 
modesty, his perfect fidelity to his convictions, and 

















Colonel Henry Flad. 


his unflinching courage, all stamped him as a man 
of the highest type. 


No one who knew him but be- 
lieved in him without limit. 
With the death of Henry Flad the engineering pro- 


fession loses one of its ablest members, and the world 
one of its noblest men. 


R, M. 








Railroad Legislation in New York. 





The New York State Legislature of 1898 passed 


eleven general laws relating to railroad interests. 


Chapter 80 provides that Section 24 of the stock 
This 


Chapter 217 appropriates $100,000 to carry out the 


grade crossing law. Of this sum $10,000 may be used 
to pay for expert and clerical service necessary to 
supervise the work and to prepare plans. 


Chapter 263 extends the time in which certain un- 


finished railroads may be completed. Companies 
which began work within two years and have ex- 
pended $500,000 have their time lengthened to 15 years 
under certain conditions. 


Chapter 466 amends Section 36 of the general rail- 
This relates to stops at grade crossings 
The Railroad Commission- 


The 


Chapter 520 amends the general railroad law as it 
Sections 61, 62 and 65 


Chapter 521 empowers the State Railroad Commis- 


sioners to say at what place in a passenger car the 
axe and other safety tools shall be kept. 


Chapter 577 amends the mileage book law (Chapter 


1,027 of 1895). As amended, the law requires railroads 
over 100 miles long, charging more than 2 cents a 
mile, to issue mileage books having “either 500 or 
1,000 coupons attached thereto,’ the price to be 2 
cents a mile. 
for the purchaser’s family, or firm or salesman, and 
good until used. 


Tickets must be good on trains, good 


Chapter 590 authorizes the extension of street rail- 


roads under certain conditions. This appears to have 
been drawn to fit some one particular case, though its 
terms are ostensibly general. Chapter 597 is a sim- 
ilar provision for changing the motive power of any 
railroad company now operating in any public tun- 
nel. 

Chapter 643 authorizes the Railroad Commissioners 
to certify to the public necessity of a part of a pro- 
posed street surface railroad if it is deemed inex- 
pedient to approve the whole of the proposed line. 

Chapter 663 makes it a misdemeanor to give a 
street car transfer ticket, except to persons lawfully 
entitled thereto; or to receive or use or tender or 
give away such a ticket. This act goes into effect 
September 1 next. 








Foreign Railroad Notes. 





A convention of Austrian railroad employees, that 
is, of “Beamten,” or permanently appointed men, 
Which includes perhaps half the force, was held re- 
cently, which demanded the establishment of a reg- 
ular system of grades and promotions for the whole 
service, to be drawn up in consultation with the em- 
ployees. It was declared that the minimum salary on 
entering the service as a permanent employee should 
be not less than 800 florins ($384) and should rise so 
as to reach at least $768 after 25 years’ service. 





A firm in Hamburg, Germany, advertises for an 
experienced locomotive engineer to go to Guatemala. 
He will be carried out free and boarded and be paid 
$48 per month on a contract for two years. Further, 
a conductor is wanted at $30 a month, and otherwise 
on the same terms. Don’t all speak at once! 





After this year the Belgian State Railroads will run 
no first-class cars, but they have made a contract 
with the International Sleeping Car Co., authorizing 
it to place drawing room and dining cars on the prin- 
cipal trains, in which second-class passengers may 
secure seats by paying eight mills a mile in addition 
to their fare. 





The chief Swiss railroads have united in offering 
cheap season tickets, good on all lines and the chief 
steamboat routes. Tickets good for 15 days are sold 
at 60, 42 and 30 francs for the three classes respective- 
ly ($11.64, $8.15 and $5.82); good for 30 days they cost 
$19.40, $13.58 and $9.70; for three months, $46.56, $32.98 
and $23.28; for six months, $73.72, $52.38 and $36.86, and 
for 12 months, $116.40, $81.48 and $58.20. For two per- 
sons belonging to the same firm yearly tickets are 
sold for $155.20, $108.64 and $77.60—that is, one-third 
more than to a single person. The length of the roads 
over which these tickets are good is about 2,000 miles. 
The chief novelty is in the 15 and 30-day tickets, 
which have heretofore been introduced, we believe, 
only in Belgium and Wurtemberg. In a picturesque 
country like Switzerland a large sale of them may 
be expected. 





The Halle Directory of the Prussian State Railroads 
asks for bids for supplying single-seated railroad ve- 
locipedes. Strength and capacity combined with light- 
ness are the qualities sought. They must not weigh 
more than 50 kilos (110 lbs.), and be readily folded to 
put into a baggage car. A wheel must be left for 
trial for six months. 





The Vosse railroad in Norway, 67 miles long, has 
50 tunnels, whose aggregate length is 11% miles. 
Usually Norwegian railroads pass through a difficult 
country, though most of them are short lines down 
valleys to the sea, near which is an overwhelmingly 
large part of the population, and by which most of 
the transportation is effected. 





On German railroads there are compartments re- 
served exclusively for ladies; but ladies sometimes 
refuse to occupy them, and then usually ask for 
places in a compartment for non-smokers. But 
these ‘“‘non-smoker’ compartments are frequently 
crowded, and then the ladies must either accept the 
exclusive company of their own sex in a ladies’ com- 
partment, or have another apartment set off for 
non-smokers, or go into a smoking compartment. 
So much trouble has been caused that the Bavarian 
railroads have issued orders that as long as places 
are vacant in a ladies’ compartment no additional 
compartment will be set off for female non-smokers. 
The setting off is done by hanging a card in the win- 
dow. The upholstery of a non-smokers’ compart- 
ment is frequently permeated with stale smoke. 





The German Social Politics Society, whose complex- 
ion is that of the “professional Socialist,” is to in- 
vestigate the question of the competition of water 
routes with the German railroads. The investigation 
is to be made after an elaborate plan drawn up by the 
eminent Berlin professor of political economy, Adolph 
Wagner. The same society is to investigate the con- 
dition of the employees of all German transportation 
enterprises, including cabs, omnibuses and street 
cars, as well as railroads, steamboats, etc. Inquiries 
will be made of both employers and employed, and an 
effort will be made to compare the facts found with 
those existing in other European countries and in this 
country. 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting progress and completion of 
contracts for new works or important improvements 
of ol@ ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired, Officers will oblige ws by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understo: d that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc , to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially either for money or 
in consideration of advertising patronage. 


The chairman of the Central Passenger Associa- 
tion reports that since the first day of last September 
107 ticket brokers have gone out of business in the 
territory of that association. This is the most en- 
couraging evidence of maintenance of rates that has 
been published for a long time. To chill the ardor 
of the rate cutters throughout the great States of 
Ohio and Indiana, and the adjoining railroad terri- 
tory,-is a great gain. The usual formal statements 
that everything is peaceful and prosperous are often 
made with a mental reservation and must be ac- 
cepted with caution; but a decided diminution in the 
number of outside secret-rate agencies is indisput- 
able evidence that the actual and the published 
rates are getting to be somewhere near the same 
level. We do not know how many scalpers there 
have been in Central territory, and therefore cannot 
estimate the percentage of improvement that has 
been effected in the moral ticket-office atmosphere, 
but it must be considerable. It is to be regretted 
that this bracing up of passenger rates could not 
have been made without reducing fares to all the 
drummers to the cost basis, or lower; but the new 
mileage ticket may be worth even that sacrifice if it 
shall prove that the railroads have once more got 
sufficientiy civilized to refrain from “knifing’’ each 
other. (The fact that they are still uncivilized in 
the freight department will have to be winked at 
while discussing the present topic.) It is said that 
there is grumbling by some of the roads because the 
mileage tickets are used by so many passengers for 
long journeys. There is no help for this; for, as we 
understand it, the scalpers used to make more 
trouble with long journeys than with shorter ones. 
There appears to be no practicable way to remedy 
all of the passenger rate evils in Central territory 
except to make a reduction on all tickets, such as the 
New York, Ontario & Western made two months 
ago. A rebate ticket is good for heading off dishon- 
est drummers, but these passengers do not travel 
much more, however great a reduction is made. The 
rebate, with the best practicable adherence to the 
non-transferable rule, checks scalping, but this also 
makes no increase in traftic. Reduction in local tick- 
ets, however, would tend to slowly increase general 
travel, and thus after a time restore profits; and 
permanently low rates are the only means by which 
the strong roads can appease the weaker lines’ 
thirst for blood. The fight against the scalpers is to 
be taken up at Omaha. It is said that the city au- 
thorities promised at the opening of the Fair to keep 
the scalpers repressed, but they have not done so, 
and the railroads have agreed “that they will in- 
dividually, at the earliest practicable dates, institute 
suits in the federal courts to the end that outside 
parties shall be restrained from dealing in nontrans- 
ferable tickets through ticket brokers, scalpers or 
others.” The resolution further provides that a meet- 


ing of attorneys shall be held at once to agree upon 
action under the resolution. 





Steel Making at Birmingham. 





The proposition to build an important open hearth 
steel plant at or near Birmingham, Ala., which has 
been discussed and negotiated for a good while, has 
finally materialized in the new enterprise of the 
Tennessee Coal, Iron & Railroad Co. and others as- 
sociated with them, who will put in an open hearth 
steel plant at Ensley. This has been on the hooks 
for a good while, and early in the spring it seemed 
as if it would be accomplished at once, but war in- 
tervened to hold up the project for a time. The suc- 
cess of the scheme, so far as procuring the money, 
is now announced and some details are given in 
another column. It is a natural thing that the 
Louisville & Nashville and the Southern Railroad 
should underwrite part of the bonds, as it is ob- 


’ viously for their interest to build up tonnage in 


their territories, and both of those companies have 
shown liberality of spirit in this direction. 

The possible market for the product of such a 
plant in the South has been a matter of great con- 
sideration. Of course, it is the vital matter. A 
part of the present plan is to make rails, and if 
open hearth rails can compete in price and quality 
with Bessemer rails a market could easily be found 
for a pretty large tonnage for the railroads reach- 
ing Birmingham and not far away. As to the qual- 
ity of the product, there can be, we suppose, no 
doubt. In somewhat recent years open hearth rails 
have been experimentally made in the United States 
for the Northern Pacific and the Louisville & Nash- 
ville, and these rails are now in the tracks of those 
roads giving good service. The Northern Pacific 
rails were made by the Illinois Steel Co. The phos- 
phorous was kept low and the carbon was increased 
some 15 points above what that company used in 
its Bessemer rails. The inclination of the best ex- 
perts is to use higher carbon as rail sections are in- 
creased in weight. One limit to the use of high car- 
bon is set by the phosphorous, but by the basic open 
hearth process the phosphorous can be accurately 
controlled and kept low. We have not the informa- 
tion which would justify an attempt at an opinion 
as to the ability of the new enterprise to meet the 
price of the Bessemer rail makers. We judge, how- 
ever, that the gentlemen concerned in this enter- 
prise know pretty well what they are about. 

There will doubtless be a considerable local mar- 
ket for plates and structural shapes, and with the 
growth of prosperity and business enterprise in the 
South this market ought to increase fast and largely. 
Furthermore, Birmingham is already exporting pig 
iron, and it seems probable that an export trade in 
various steel products can be built up. 

We learn that the engineering plans provide for 
a high class modern plant, which, of course, goes 
almost without saying. On the whole, this new en- 
terprise is one of great interest, and there is good 
reason to hope for its brilliant success. 








Recent Changes in the Receivership Roads. 





The agreement recently announced among the var- 
ious interests of the Baltimore & Ohio gives promise 
that that system, compromising more than 2,000 
miles of road, will soon be taken from the list of 
receivership roads. With the exception of the Wis- 
consin Central lines, this will remove the only large 
system now in the hands of receivers. The list of re- 
ceivership roads, which under the pressure of hard 
times, was extended to such proportions in 1894, is 
being reduced with commendable rapidity. Following 
thefiguresof Henry H.Swaininhisrecent publication, 
“Economic Aspects of Railroad Receiverships,” the 
high-water mark of receiverships was reached in 
April, 1894, when there were 210 roads, embracing 36,- 
619 miles, or 20 per cent. of the total mileage of the 
United States, in the hands of receivers. Even as 
late as January, 1896, there were some 31,000 miles, 
or 17 per cent. of the aggregate mileage under re- 
ceivers. But a year later the receivership mileage 
had decreased to less than 18,000, and on Jan. 1 of 
this year it stood at about 14,000 miles, or only 7 24 
per cent. of the total mileage of the country. 

Since the beginning of the year the number of new 
roads gone into the hands of receivers has been few. 
The largest of these is the Kansas City, Watkins & 
Gulf, with 101 miles; then follow the Texas Western, 
53 miles; the Poughkeepsie & Eastern, 40 miles; the 
New Orleans & Western, 16 miles; the Brooklyn & 
Brighton Beach, 8 miles, and the Zanesville Termi- 
nal, 5 miles. These roads practically cover the new 
receiverships this year. 

On the‘ “her hand, there have been a large number 





of the roads taken out of the hands of receivers. The 


most prominent of these is the Union Pacific, most 
of whose 1,800 miles is included in the reorganiza- 
tion. The next in order of importance is the Mem- 
phis & Charleston, comprising 272 miles, which has 
recently been sold to the Southern. A number of the 
roads taken out of receiverships are from 75 to 125 
miles long, including the Central Washington, the 
Hutchinson & Southern, the Pecos Valley & North- 
eastern, the South Jersey (now the Sea Coast), the 
New Orleans & Northwestern, and the Ogdensburg & 
Lake Champlain. Nearly a score of other roads 
ranging in length from two or three miles up to 50 
or 60 have also been, or are about to be, removed 
from the receivership list. 

The outlook for the next six months is equally 
favorable since reorganization plans are approaching 
completion on a number of the roads. Among these 
may be mentioned the Central Branch of the Union 
Pacific, whose new subordinate companies have al- 
ready been incorporated, and the Columbus, San- 
dusky & Hocking, whose plan of reorganization was 
announced last month. Prior to 1892 the lowest per- 
centage of mileage in the hands of receivers was a 
trifle over 4 per cent., and it is not improbable that 
at the present rate of recovery a similar percentage 
will be reached before another twelve months. Un- 
doubtedly some of the receivership roads are hope- 
lessly insolvent, and can be finally removed from the 
list only by the drastic method of total destruction. 
If it be true that the hard times have been by far the 
most fruitful cause of railroad receiverships, then 
the recent rapid recovery of many of these roads into 
normal conditions is a significant evidence of re- 
turning prosperity. 








The Future of the Mechanical Associations. 


Two important things happened at the Saratoga 
conventions. Of course, there were several impor- 
tant things, but the two which we now have in mind 
were of especial importance. They show distinct 
progress in certain vital matters which will directy 
affect the future of the associations. 

The first of these was the action taken at the Mas- 
ter Mechanics’ convention looking toward the con- 
solidation of the associations. The second was the 
material reduction in the amount af money spent by 
the supplymen for entertainment. 

The second we will take up first, as being the less 
important of the two and easily disposed of. 

The lavish expenditure of money subscribed by 
outsiders for the entertainment of members of the 
associations and their wives and friends is preuy 
nearly an unmixed evil which has long been de- 
fended by shallow sophistries. The advantage of 
this expenditure to the supplymen themselves is, to 
say the least, doubtful. The effect of it on the asso- 
ciations is not elevating. It is therefore gratifying 
to learn that the expenditure this year will prub- 
ably be less than one-half the amount spent last 
year, and it is pleasant to see that the Master Me- 
chanics’ convention in its closing resolutions ex- 
pressly thanked the supplymen for their moderation 
in entertainment. Concerning all this we shall not 
try now to say anything new, for we have threshed 
this straw over pretty well in years past. It is 
probably enough now to quote a few sentences from 
what we wrote on this subject almost exactly a 
year ago. 

“But in spite of the drift of the conventions toward 
development into great fairs for buying and selling 
and for amusement there are good reasons to sup- 
pose that they will not go much further in this di- 
rection, but will soon turn and drift back again to- 
ward the original plan of meetings for improvement 
of railroad practice. . . Probably all the 
sales made at the conventions, or as a _ result 
of them, could be made cheaper in other ways. 
Perhaps one dollar invested in sending out 
salesmen, quietly and at favorable times, to 
visit possible buyers, in business hours, at 
their offices, will produce better results. than 
five dollars spent at the conventions. This is a mere 
guess; the proportion may be more or less unfavor- 
able, but the convention method is surely wasteful. 
This must be largely a matter of opinion, for it is 
impossible to estimate at all accurately the value 
of the personal acquaintance made in the social 
hours. It is quite obvious, however, that the effect 
on sales, of money spent on flowers, carriages, boats, 
trolley car fares, bands and other forms of enter- 
tainment and refreshment must be very indirect and 
speculative. It is a fair presumption that prudent 
business men will gradually realize (many of them 
realize it now) that the convention way of cultivating 
business is extravagant, and consequently we may 
suppose that the development of the commercial feat- 
ure of these gatherings has about reached its climax. 

“Probably no one will claim that the development. 
of these yearly meetings into great fairs with the 
trading attachment and the amusement addition has 








ro 


W 


roe 
Sto 
Pla 


the 
str 
mit 
end 
Ass 
me! 
the 
rect 
be 1 
toa 


Bui 
It 








Juty 1, 1898, 


THE RAILROAD GAZETTE 








improved them as deliberative bodies. All the origi- 
nal purposes of the conventions could be carried out 
quicker, cheaper and better in a quieter atmosphere. 
This we may suppose will not be disputed; so here 
again is reason to think that there will be a reaction 
toward the old simple days when the fathers of the 
associations were slowly hewing their way toward 
good practice and uniform practice. . ... . 

“‘We think we can foresee one effect of considerable 
value to come from concentrating the whole work 
into one week; quite apart from saving time and 
money, it will make the commercial side of the 
conventions less important and will help to re- 
store the entertainment feature to its proper pro- 
portions. The men who have helped to build up the 
associations, who have watched their growth, who 
are proud of their history and jealous of their dignity 
will welcome a return to the old, simple ways when 
the entertainments were few and cheap, and when 
the members paid for their own pleasures.” 





The movement to consolidate the two associations 
is not new, but it has long been going on quietly, 
and we judge that the result is inevitable. Some 
time the associations will be consolidated under per- 
haps an entirely new name. Naturally, it wiil still 
take two or three years to bring this result about. 
The matter was brought up officially this year by 
President Leeds, of the Master Mechanics’ Associa- 
tion, in the following words, which we quote from 
his annual address: 

“The consideration of this matter has firmly es- 
tablished in my mind the opinion that if there ever 
existed a need for two associations that necessily 
has passed. The members of either being eligible 
for membership in the other, and their duties of re- 
search and advancement being not only identical but 
to a very great extent carried on by members of both 
associations, the two associations should be consoli- 
dated for the mutual advantage of not only the mem- 
bers but of the railroads. Of the members of this 
association who do not appear in the M. C. B. mem- 
bership, a very large majority are master mechanics 
who have an interest in and control car departments, 
as well as motive power, yet they are represented by 
one member for the whole railroad system by which 


they are employed. ... . 1f the two asso- 
ciations were combined, the work could’ be 
done with much less loss of time. For in- 
stance, two days are given to the open- 

other incidental 


ing. The election of officers and 
work consumes about all of two days. All this could 
and would be condensed into one day for each, and 
thus save two days; and if our work was largely done 
by committees, as in my opinion it should be, one 
week would suffice for the actual attendance. Be- 
sides this, in my opinion, a great deal better results 
could be obtained by one organization as strong as 
this would be, than can possibly be by the two.” 

A special committee was appointed to consider the 
recommendations of the President, and brought in a 
report which was unanimously adopted. Among 


other things this committee said: 

“We believe the suggestions as to a consolidation 
of the two associations under one organization are 
wise and timely made, and should be carried into 
effect at the earliest practicable period. 

“A large percentage of the car mileage representa- 
tion in the. Car Builders’ Association is controlled by 
superintendents of motive power or master mechan- 
ics who are members of the Master Mechanics’ Asso- 
ciation, in which all master car builders are eligible 
to membership, and there would, therefore, seem to 
be no good reason why all business pertaining to 
construction and repairs of rolling stock, whether 
of engines or cars, should not be transacted in one 
association and at one _ convention. Fully one 
half of the time of members from duty would be 
saved, and an equal amount of expenses to the rail- 
PORES: 6 6 ew fat x8 

“The successful merging of the two associations 
would then render it quite possible under proper 
restrictions to carry out the suggestions of the Presi- 
dent looking to the establishing of an interchange 
of motive power equipment in certain localities, as 
well making it advisable to appoint a standing com- 
mittee for conducting tests, and indicating to mem- 
brs the necessary requirements for interchange of 
motive power. 

“Your committee recommend and believe that rail- 
road managers will insist that supervision of rolling 
Stock now exercised by the associations shall be 
placed under one organization. 

“Your committee would, therefore, recommend that 
the Executive Committee of this Association be in- 
structed to at once confer with the Executive Com- 
mittee of the Master Car Builders’ Association and 
endeavor to arrange for a consolidation of the two 
Associations under such name and conditions of 
membership as will do full justice to both. . . and 


the President of this association is authorized and di- 
rected to appoint a special committee who shall also 
be members of the Master Car Builders’ Association 
to attend the next annual meeting of the Master Car 
Builders and present this subject for consideration.” 

Tt would be superfluous to elaborate these argu- 





ments. One has only to look over the lists of rail- 
road officers, and to reflect upon the changes in their 
duties which he can remember, to realize the de- 
velopment that is going on. The line between the 
superintendent of motive power and the master car- 
builder has already pretty nearly disappeared on 
the great roads and largely disappeared on all roads. 
Or, let one look over the list of active and repre- 
sentative members of the Master Car Builders’ As- 
sociation; he will discover that the superintendents 
of motive power, master mechanics, mechanical en- 
gineers and others bearing titles which indicate 
that they perform general mechanical duties, out- 
number by about 70 per cent those whose titles in- 
dicate that their duties are confined merely to the 
car department. In fact, the business of designing, 
building and keeping up the car equipment has come 
to be a part of the one great department of railroad 
mechanical engineering. The irresistible movement 
is toward organizing this great department under 
one head. The men who build and repair cars are 
superintendents or foremen of shops, or division 
master car builders; just as the men who build and 
repair locomotives are division master mechanics 
and foremen or superintendents of locomotive shops, 
and all are part of one mechanical organization. We 
estimate that this organization is as logical as it is 
inevitable. 

From this development it has followed that the 
membership in the two associations has come to be 
so largely the same that their work is in some degree 
duplicated. From this it must follow further that the 
artificial division into two societies of one body of 
men wth one set of duties cannot last indefinitely. 

It has often been suggested in the last few years that 
if the two associations are not consolidated a third 
society will be formed. This society would naturally 
take the men who, by their rank, or by their intelli- 
gence and activity are actually creating and de- 
veloping the whole body of mechanical practice on 
the railroads—the men who have evolved and se- 
cured the use of the standards and who are work- 
ing to advance the art—these are the men whose 
time and work is most valuable and who are most 
desirous of avoiding the waste which the present 
duplicate organization involves. . 

There are many reasons why the establishment of 
a third society would be unfortunate, but we need 
not go into these now. A consolidation of the two 
existing associations would avert it for a long time. 








Baltimore & Ohio Reorganization. 


The Baltimore & Ohio, with the single exception of 
the Wisconsin Central lines, is the last of the import- 
ant railroad properties forced into insolvency in the 
trying years following 1893 to be reorganized. The 
committee has been deliberate enough in formulating 
the concessions which it thinks the circumstances de- 
mand of the security holders, for the receivership 
dates from Feb. 29, 1896. The various Baltimore & 
Ohio bond issues were floated in Europe and this 
country by prominent banking housés, and each has 
undertaken to see that the particular issue with 
which its name is associated was a little more fa- 
vored than others. These various interests seem at 
last to have been conciliated, and announce their ac- 
ceptance of the plan. This fact, together with the 
strong underwriting commission formed and the pros- 
pect of large profits to the bankers with the success- 
ful carrying out of the plan assure its success. 

Probably but for the strong organizations of the 
bondholders the capitalization provided for the new 
Baltimore & Ohio Company would be less than the 
amount at which it is placed. The old company had 
roughly $90,000,000 of bonds and $30,000,000 of stock. 
The new company will have $133,000,000 of bonds and 
$75,000,000 of stock. 

Conceding the practical necessity for the large cap- 
italization, the plan seems reasonable and the claims 
of the various issues carefully and equitably adjust- 
ed. The one feature of the plan likely to be debated 
more than any other is the treatment of the old first 
preferred. This is the stock in which Johns Hopkins 
University has had large holdings, and the University 
and others have made strenuous claims for its rights 
to priority over even the bonds. They have not been 
able to sustain this claim in the lower United States 
courts, and the suit involving their contentions is 
now before the Supreme Court. The reorganization 
plan, however, pays little attention to these asser- 
tions of priority and assesses the stock $2 per share. 

The main outline of the plan follows in general 
those of other recent important reorganizations. The 
multitude of divisional and subsidiary bonds are to be 
retired and the bonded indebtedness unified under 
two general mortgages, covering between them -the 
entire property and its equipment, and large enough 
to provide for future needs. There is no scaling of 
principal, but the interest rate is reduced. and the 
relative priority is recognized in the varying amounts 
of new prior liens, first mortgage fours and stock is- 
sued to holders. Generally speaking, the old under- 
lying and consolidated bonds receive new prior liens 


and the old divisional issues first 4s. The prior 
lien 3% per cent. mortgage is for $70,000,000 and covers 
the main line and branches, and the equipment, 
about 1,017 miles of single track and 964 miles of 
second, third and fourth tracks. The first 4 per cent. 
mortgage is for $63,000,000 and covers the principal 
divisions and branches, and is also a second mort- 
gage on the railroad and equipment covered by the 
prior lien bonds. The Baltimore Belt road is to be 
included under the first mortgage, when the present 
5 per cent. bonds are retired, as they can be at any 
time at par and interest, but in the meanwhile that 
line is leased for 4 per cent. on its bonded debt. 

The new preferred stock amounts to $40,000,000, with 
4 per cent. non-cumulative dividends. The common 
stock issue is $35,000,000. The plan calls for $60,073,000 
of the prior liens and $36,385,000 of the first 4s, to- 
gether with $17,218,000 of the preferred and $31,178,000 
of the common to be set aside for exchange with the 
existing securities. The reorganization managers 
agree to furnish about $33,000,000 cash, and have 
purchased $9,000,000 of the prior liens, $12,450,000 of the 
first 4s, and $16,450,000 of the preferred. The Western 
Union Telegraph stock held in the treasury since 1888 
is sold. 

The fixed charges of the new company will be ap- 
proximately $6,250,000, a saving of about $1,520,000 a 
year, as compared with the fixed charges of the last 
fiscal year. The lowest net earnings reported by 
Mr. Little in the period covered by his examination 
was $6,495,000, in 1895. The yearly average of the 
seven years included was $6,797,000, deducting taxes. 
The estimated net earnings of the 1898 fiscal year 
show an increase of $1,382,000 over the previous year’s 
figures, and reach the total of $7,976,000. This would 
provide nearly the full 4 per cent. dividend on the 
first preferred stock, even after deducting the income 
from the Western Union Telegraph stock. 

The only cash assessments in the plan are those 
on the stocks, $2 per share on the old first preferred 
and $20 per share on the second preferred and the 
common. The receivers’ certificates are to be paid 
off, the floating debt taken up, and the company will 
also be relieved of the onerous car and wheelage 
trust payments, while ample working capital is re- 
quired, with power to provide facilities for the in- 
crease of business. 

With the company’s finances in sound shape, the 
Baltimore & Ohio becomes a new property, not only 
in its financial affairs, but in all departments. Much 
reconstruction work has been carried out by the re- 
ceivers. New terminals and yards have been built, 
equipment provided, grades reduced, the alignment 
corrected, and other improvements carried out as de- 
scribed in these columns from time to time which 
have reduced the cost of operation. One effect is seen 
in the train load, now reported at 323 tons, against 
225 a few years ago. It does not need to be repeated 
that the Baltimore & Ohio is a very different prop- 
erty from that turned over to the receivers over two 
years ago. 








An English correspondent sends us the following 
abstract of a recent Board of Trade Report on a 
train accident: 


A serious collision happened last March at St. 
John’s on the very crowded main line of the South 
Eastern a few miles outside London Bridge. An up 
express from Hastings, traveling at about 15 miles 
an hour in a thick fog, ran into the tail of an ordi- 
nary train standing in the station, and several people 
were killed. As it was admitted that the drivers had 
obeyed the signals, and Sykes “lock-and-block”’ sig- 
nals were in use on the line, the cause of the acci- 
dent was at first mysterious. The Board of Trade 
inquiry elicited the fact that, though treadles 
(“track instruments”) were provided, they did not 
control the locking of the block instrument and con- 
sequently the signalman was able to give and did 
give “line clear,” when there was a train standing on 
the line within a few feet of his box, though invisible 
owing to the fog. The man acted under an impres- 
sion—an impression so strange but so fixed that it 
might be called a hallucination—that the slow train 
had gone forward. Before he accepted the Hastings 
train his “booking boy’? had actually asked him 
whether he was sure that the slow train had passed. 
But “he had so convinced himself of the train having 
gone that he paid little attention to the boy’s warn- 
ing.’ The inspecting officer draws the natural moral 
that the lock-and-block system is only perfect when 
the block is kept on till released by the working of 
the treadle, that is, by the actual physical passing of 
the train out of the section. 


The most obvious reflection that will occur to su- 
perintendents and signal engineers, on reading this 
item, will be that Americans do not need to go to 
Europe to learn that safeguards, which are ostensibly 
an essential part of a signaling apparatus, are not 
in every case kept in constant use. Mr. Sykes has 
prescribed for use with his signals all necessary 
locks, checks and counter checks; but, of course, he 
cannot compel any ene to use them. England is not 
the only country in which one can find “lock-and- 
block” schemes which are more elaborate and safer 
on the plans than they are in actual practice. Com- 
plete signaling, with all possible electric or mechani- 
cal safeguards against carelessness and accidents, im- 
plies not only the most perfect apparatus, but also a 
well organized body of skillful and experienced in- 
spectors. Without these the demands of the passen- 
ger department for the punctual movement of fast 
trains are likely to be found hard to meet; and then 
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there is a temptation to relax some of the safe- 
guards. 








Another accident attended by somewhat peculiar 
circurmstances was one at Achterneed on the High- 
land Railway. In this case six passenger carriages 
at the end of a long mixed train broke away on a 
steep incline and ran back nearly six miles before 
they were stopped, which was, fortunately, done just 
in time to prevent them reaching the important 
junction station of Dingwall. The inspecting officer 
points out that had the company complied with the 
law, the passenger coaches would have been next 
the engine, instead of behind the freight cars, and 
they would, therefore, have been controlled by the 
continuous train brake. Our correspondent says: 
“This marshalling passenger carriages in front is a 
point on which, contrary to the views of, I believe, 
almost all railway officials, the Board of Trade has 
long insisted, and since the accident the Highland 
Company has abandoned its opposition and reluct- 
antly obeyed the law. There can, I think, be no 
doubt that the risk dreaded by the Board of Trade is 
a real, though probably an exceedingly small one; 
but against this risk must be set the undoubted fact 
that to place the passenger vehicles next the en- 
gine means great delay and inconvenience where 
goods trucks have to be attached and detached at 
intermediate stations. It would be interesting to 
know what is the usual practice im this matter in 
other countries. I happen to know that in Austro- 
Hungary the law positively forbids what our law 
here equally positively enjoins.” 

The rule to keep passenger cars always in the rear 
is based on the natural fear that the most numerous 
chances of danger are in front; and in addition it is 
necessary for convenience in switching, as above sug- 
gested. American managers have generally, and, we 
are probably safe in saying, universally—kept freight 
cars in the front of the train. This rule was in vogue 
long before air brakes were used and it has con- 
tinued unchanged. But running freight cars in 
the same train with passenger cars is unde- 
sirable on other accounts than that of guarding 
against break-in-twos or getting the benefit of 
the air brakes, and superintendents constantly 
grow more opposed to running mixed trains. Prob- 
ably nine-tenths of all that are run in the 
United States have not more than two passenger 
cars each (and generally only one), and they are 
almost always scheduled at very moderate speeds. 
On the more important American railroads, the 
growth of the traffic in milk, fish and express (or, 
as Englishmen say, “parcels,’’) has led to the run- 
ning of special trains for these goods, but the cars 
for such trains have air brakes and passenger-car 
couplers. Indeed, it is to be remembered that air 
brakes and tight couplers are now being rapidly ap- 
plied to all freight cars, so that soon we shall have 
no such thing as mixed trains, so far as concerns the 
safety of trains from breaking in two. The rupture 
of a coupling between freight cars will be no worse 
than one between passenger cars, for in either case 
the automatic action of the air brakes will stop both 


parts of the train. 








No settlement of the transcontinental passenger 
rate war is yet in sight. The Interstate Commerce 
Commission has extended the suspension of the long 
and short haul clause of the Act as applicable to this 
traffic until Dec. 31, in advance of the hearing of the 
application of the Western Passenger Association 
lines for further relief. Probably this is as far as 
the Commission will go in the matter. The Canadian 
Pacific is not quoting the $25 rate to Seattle and 
$30 to San Francisco as a first-class rate from New 
York. It is reported that the rebate plan on east- 
bound tickets is being ignored in San Francisco, and 
a flat rate of $28 is being made on second-class 
tickets, San Francisco to Chicago via Portland. The 
Western lines are bearing the larger share of the 
cut on both east and westbound business, their East- 
ern connections demanding and receiving nearly full 
proportions of regular rates. As was to be 
expected, numerous charges and countercharges 
are being made between the_ representatives 
of the Eastern lines of manipulation of the 
through rates. The standard lines are restless 
because of the opportunity afforded the ‘‘weak” 
lines to secure more business than the strong 
lines think they are entitled to. Regarding the cur- 
rent rumors of a serious disturbance in the Joint 
Traffic Association, our information is to the effect 
that the matter is being carefully considered in con- 
ference meetings of the Passenger Committee, and 
there is every reason to believe that an understand- 
ing will be reached satisfactory to all parties. No 
intimation is given as to what remedy will be tried, 
probably because none has yet been determined 


upon. 








The jobbers and manufacturers of Des Moines, 
Iowa, have lately been visiting their customers in 
country towns by special train, and three excursions 
of this kind have been run. Stops are made accord- 
ing to the size of the town, varying from five minutes 
to an hour and a half, and journeys are laid out to 
fill one day. The first excursion this year was on 
March 22, over the Des Moines, Northern & Western, 
to Fonda, 114 miles northwest of Des Moines. Stops 
were made at 18 intermediate places. The outward 
trip took about 10 hours, and the return trip, in the 
evening, was made in 3 hours 20 minutes. On May 
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17 there was an excursion to Centerville, 130 miles 
south of Des Moines, over the Keokuk & Western. 
On this trip 14 intermediate stops were made. The 
longest stop, except those for dinner and supper, was 
45 minutes. On June 14 a trip was made to Dakota 
City, 105 miles north, on the Chicago & Northwestern. 
About 150 men generally go on these excursions, each 
man being almost invariably the head of his house. 
It is said that the success of this experiment has 
been fully up to the highest expectations. The Des 
Moines Jobbers’ & Manufacturers’ Association has 
in its membership firms representing 75 different in- 
dustries. The most numerous class is that of the 
dealers in agricultural implements and wagons. In 
the last published list there are only three grocers, 
two hardware dealers and one dry goods dealer. 








The stamp tax of one cent on each domestic bill of 
lading, which goes into effect July 1, appears to have 
been the subject of much discussion among railroad 
traffic officers, especially in New York and Chicago. 
A general agreement seems to have been reached to 
stamp original bills of lading at the expense of the 
railroad company, but to require the shipper to fur- 
nish the stamps for additional copies if he desires one 
or more. In the West there was considerable news- 
paper talk to the effect that the railroads would try 
to throw the whole of the bill-of-lading tax on the 
shipper, and this led to prompt remonstrances from 
the St. Louis Traffic Bureau and the Illinois Manu- 
facturers’ Association. The St. Louis merchants call 
attention to the fact that the duty of issuing a bill of 
lading is imposed upon the carrier, under penalty. 
This is held to imply that the duty of affixing the 
stamp is upon the carrier. The Illinois manufac- 
turers say that they are willing to pay their share of 
the. burden of the war, and that schedules A and B 
of the law show that that burden has already been 
placed upon them; and if railroads do not pay the 
tax on bills of lading, why what portion of the war 
tax will they pay? The Journal of Commerce (New 
York), calls attention to the fact that the clause of 
the law applying to certificates and agreements in- 
cludes the following documents: 

On certificates accompanying way bills covering 


property shipped to points in the Dominion of 
ET a sey ar es ey ae 10 cents. 


On general guarantee for perishable freight..50 cents. 
On release for man in charge of property other than 


MVE BEDOK. occas ecsaeeekucad sees sy saioe huss) Sat 50 cents. 
On annual release used in connection with the South- 
CPR CIBARINCATION ©... on ane sass sasionsion'ent coe se 50 cents. 
On bonds of indemnity accepted for delivery of 
freight in lieu of bills of lading ............ 50 cents. 
On certificates of GAMABEC. ..<.00sc0cecc'ccece 25 cents. 


The Trunk Lines, and the Western roads as well, 
are considering the advisability of trying to have 
bills of lading issued directly at freight houses and 
thus avoid having to issue two receipts, a drayman’s 
and a regular bill of lading. There is a proposition 
at Chicago that the ten-cent tax on export bills of 
lading be thrown upon the shipper; and if he refuses 
to pay it, to issue a bill of lading to the seaboard 


only. 








The 60-minute flyer of the Atlantic City Railroad 
(the Reading), between Philadelphia and Atlantic 
City, is announced to resume its trips for the sum- 
mer on July 1. This train, it will be remembered, ran 
for two months last year, making every day more 
than its schedule time of 64 miles an hour between 
Camden and Atlantic City, 55% miles. It is announced 
in Philadelphia that the Pennsylvania will this year 
put on a train as fast as the Reading train. Four 
new Class L locomotives have been built for this ser- 
vice, several other trains being scheduled at nearly as 
high a speed as the “flyer.” The Pennsylvania is also 
to run four trains between Philadelphia and Atlantic 
City by its all-rail route over the bridge above Cam- 
den, making the trip from the Broad Street Station 
through in 1 hour 20 minutes. The Pennsylvania’s 
line (West Jersey & Seashore) has been laid 
with 100-lb. rails and has been made double track 
throughout. 








At the time of dear wheat in May there were 
bread riots in Italy, and the Government ordered a 
reduction of 50 per cent. in the railroad freights on 
grain, flour, etc., authority for doing which under 
such circumstances it had reserved when it leased the 
railroads to the three companies which work them, 
which companies could only pocket their losses. (The 
report that they would make out a bill for them 
against Joseph Leiter was without foundation.) The 
reduced rates had been in effect but a few days, 
however, when the Government withdrew them, it is 
said, because they only helped speculators. As wheat 
has gone down since then and the speculators are 
out of pocket, the incident may be regarded as closed. 








NEW PUBLICATIONS. 





Statistics of Lake Commerce. House Document No. 
277. Washington, D. C.: Government Printing 


Office, 1898. 
This report, by Mr. George G. Tunell, was made for 


the Bureau of Statistics, and therefore appears to be 
a Treasury Department document, and probably that 
is the place to send for copies, though, as above indi- 


cated, it is published as a Congressional document. 

This is the first comprehensive report on lake com- 
merce since that of Secretary Keep, of the Lake Car- 
riers’ Association, published by the Treasury Depart- 
ment in 1892. 

Mr. Tunell’s work appears to have been very thor- 
ough, and as comprehensive as the records available 
would admit of, and his comments on the facts cited 
and on the causes of various traffic movements indi- 
cate that he was well qualified for his task. We dis- 
cover little in the book that is new to the commercial 
or railroad world, but it is valuable as a careful com- 
pendium of the most important facts connected with 
lake transportation. 

The report makes a pamphlet of over 100 pages. 
After the introduction, giving a brief history of traffic 
on the lakes, and tables and documents showing the 
commerce on the lakes and through the St. Mary’s 
Falls Canals and other matters, the report is divided 
into four parts, dealing with (a) flour and grain traf- 
fic, (b) iron ore industry, (c) coal traffic, (d) lumber. 
All these are dealt with in much detail, tables being 
given of traffic at all prominent points, and of rates. 
Facts and comparisons are given of similar traffic in 
other territories, throwing light on transportation 
problems as affecting the lakes. 

The gross tonnage of lake vessels, progress in the 
use of iron and steel in vessel construction, rates 
on wheat from Chicago, and the production of iron 
ore, are shown graphically in charts. 





The Journal of the Iron and Steel Institute. Name 
Index. Vols. 1 to 50, 1869 to 1896. Edited by Ben- 
nett H. Brough, Secretary. London: E. & F. N. 
Spon; New York: Spon & Chamberlin, 1898. 


Mr. Brough has done an important service to en- 
gineers and iron masters in preparing this index to 
the 50 octavo volumes of the Journal of the Iron and 
Steel Institute (British), published from 1869 to 1896 
inclusive. The main part of the index, 512 pages, is 
a complete index to the authors of all papers, com- 
munications and abstracts published in those 28 
years. Under the name of each author is a brief 
title of the paper, or papers, or other communications, 
which he has contributed. In the same volume are a 
short introduction showing the history of the develop- 
ment of the Institute, a list of papers contained in 
the first 50 volumes arranged chronologically and also 
a list of these papers classified by subjects and, 
finally, an index to authors of papers, giving the 
name of the author, the year, the volume and the 


page. 





Air Brakes.—The Proceedings of the Fifth Annual 
Convention of the Association of Railroad Air Brake- 
men, held at Baltimore, April 12 and 14, are issued in 
pamphlet form. Copies can doubtless be obtained by 
addressing Mr. P. N. Kilroy, Secretary of the Asso- 
ciation, Cotton Belt Railway, Pine Bluff, Ark. The 
pamphlet contains the reports and discussions at the 
convention, in which there is much valuable prac- 
tical information, and also, as an appendix, Mr. 
Parke’s paper on the Effect of Brake Beam Hanging 
Upon Brake Efficiency. It contains, further, the Con- 
stitution of the Association and a list of members. 








TRADE CATALOGUES. 





The American Balance Slide Valve Co. has issued 
a catalogue which is made up of photographs of the 
American balance silde valve and of different locomo- 
tives to which the valve is applied, bound together 
with leaves giving descriptions of the valve, etc. 
From the photographs of the locomotives it can be 
seen that many large and important locomotives are 
equipped with the American balance slide valve. The 
photographs show much more clearly the construc- 
tion of the valve than would impressions from a half 
tone engraving. The company informs us that the 
American valve is now used on more than 100 rail- 
roads in this country and is also used in nine foreign 
countries, including over 60 engines in Japan and 
over 600 in Germany. It also states that all locomo- 
tive builders will apply this valve without extra 
charge when requested to do so. The valve is also 
in service on several of the United States gunboats, 
on four Russian boats, on a number of large mail 
steamers, and they are at present equipping the en- 
gines of the Japanese cruiser “Chitose,” four 66 in. 
cylinders and two 60 in. cylinders. The valve has 
been adopted by the Union Iron Works of San Fran- 
cisco, and by some large Eastern stationary engine 
builders, 

The Foster Coupler.—Among the new things 
shown at the convention at Saratoga was the Foster 
coupler, made by the Whiteley Malleable Castings 
Co., Muncie, Ind. A small pamphlet illustrating this 
coupler in detail is distributed and can be procured 
by addressing the Whiteley Company or by address- 
ing the Foster Coupler Co., Fisher Building, Chicago, 
Illinois, 





Pressed Steel Cars and Car Fittings.—The Schoen 
Pressed Steel Co. of Pittsburgh (branch offices, New 
York, Philadelphia and Chicago) has issued a hand- 
some volume giving views of the works of the Schoen 
Pressed Steel Co. and of many specimens of its prod- 
uct. A number of engravings which appeared in the 
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Railroad Gazette of June 10 are shown in this volume, 
some of them on a larger scale. There are also many 
which did not appear in our account of the works 
and the material manufactured there. The engravings 
show trucks, bolsters, cars of various sorts and under- 
frames and some minor parts. There are brief de- 
scriptions of the material illustrated and there is a 
comparative estimate of the economy of the use of 
heavy steel cars. 





Interlocking and Block Signaling.—The National 
Switch & Signal Co., sends us a pamphlet covering 
two or three special topics of interest to railroad men, 
and to signal engineers particularly. The first article 
is concerning electric locks for derails and draw- 
bridges reprinted from the Railroad Gazette. Another 
is a description of the great interlocking plant at 
Hammond, Ind., said to be the largest in the world. 
Still another article is on the Chesapeake & Ohio in- 
stallation for the protection of tunnels, which we 
have described, and finally there is an article on the 
“Use of the Electric Train Staff,” also a reprint from 
the Railroad Gazette. 





The American Steel Foundry Co., St. Louis, Mo., is 
distributing a catalogue entitled “Basic Steel Cast in 
Green Sand,” in which the several products of the 
company, including the American steel freight and 
tender trucks, American steel boister, American steel 
and Smith Safety M. C. B. automatic couplers, basic 
steel wheel centers and miscellaneous castings, basic 
steel wheel centers and miscellaneous castings, Basic 
cast steel engine frames, American suspension rail 
clamp, electric car truck frames and the American 
compressed air railroad ditcher are illustrated and 
described. The engravings are very fine, standing 
out clear and distinct. 





The Ajax Mfg. Co. of Cleveland, O., has issued a 
new 115-page catalogue designated “The Ajax Blue 
Book.” It contains illustrations and descriptions of 
the Blakeslee improved bolt headers, rivet headers, 
upsetting machine, general forging machines, hot 
pressed nut machine, bulldozing and _ bending 
machines, forming machine and_ special nut 
and bolt machinery of which the company is the 
sole manufacturer. A number of engravings are also 
shown, representing specimens of forgings made by 
the Blakeslee improved heading, upsetting and forg- 
ing machines. 


Air Pumps.—The GouldS Mfg. Co., Seneca Falls, 
N. Y., has issued a special circular and price list, 
showing air pressure and vacuum pumps for a variety 
of uses. 








TECHNICAL. 
Manufacturing and Business. 

The five engines being built by the Brooks Locomo- 
tive Works for the Chihuahua & Pacific Railroad will 
be equipped with Hancock inspirators, made by the 
Hancock Inspirator Co., of Boston, Mass. The two 
engines being built for the Cleveland Terminal & Val- 
ley railroad by the Pittsburg Locomotive & Car 
Works will also be equipped with Hancock No. 8, type 
A, locomotive inspirators. 

The Boston & Lockport Block Co. has purchased 
from the assignees of the Bagnall-Loud Block Co. (a 
Maine corporation, organized in 1894, Robert M. Bar- 
nard, President, and Herbert Loud, Treasurer), all 
their stock, manufactured and in process, machinery, 
patterns, etc. The sale was made through Albert D. 
Bosson, President, and Myron H. Tarbox, Treasurer, 
of the Boston & Lockport Block Co. (comprising a 
majority of the Executive Committee of that com- 
pany). The finished stock will at once be removed to 
the store of the Boston & Lockport Block Co., No. 142 
Commercial street, Boston, and the balance to their 
factory at No. 98 Condor street, East Boston. The 
Boston & Lockport Block Co. is a New York State 
corporation. 

Robert Grimshaw, of Dresden, Germany, requests 
prices, F. O. B., New York, on a vertical bending roll 
for plates 1-5 meters wide and 30 millimeters thick. 

The Friction Draft Gear Co. of Pittsburgh, has 
made application for a charter of incorporation. The 
incorporators are: George Westinghouse, H. H. 
Westinghouse, W. D. Uptegraff, M. K. Garrett and 
Frank Moore. 

The Oswego Machine Works of Oswego, N. Y., have 
been licensed to do business in Illinois. 

The Columbus Stoker Co. of Holyoke, Mass., has 
been incorporated with a capital of $100,000. The Di- 
rectors are: James A. Cumnock, President; James 
Cc. Keough, Treasurer; W. H. Brooks and Charles R. 
Grueter. 

The Directors of the Westinghouse Air Brake Co. 
have declared the regular 5 per cent. dividend and 
an extra dividend of 15 per cent. 

The Eberle Construction Co., New York City, has 
been incorporated with a capital stock of $24,000 to 
build and equip railroads to be operated by electricity 
and steam. The Directors are: David Longdecker, 


Charles R. Eberle, Philadelphia; Edwin C. Stout, 
Alva Oatman, Thomas O. Matthews, New York. 


The Western Electric Co., Chicago, will build an 





eight-story steel and pressed brick addition to its 
plant, corner Congress and Clinton streets, at a cost 
of about $250,000. 

The Western Cold Storage Co. of Chicago has let 
the contract for a second storage warehouse to be 
built on pier No. 2 of the Illinois Central. The build- 
ing will be 162 ft. x 150 ft., four stories high, of brick 
and yellow pine, to cost about $35,000 and to be com- 
pleted next fall. It is part of a general plan begun 
some time ago, the contract for the first warehouse 
being noted in our issue of Mar. 25, p. 221. 

The Chihuahua & Pacific Railroad, 80 Broadway, 
New York City, is asking prices on eight steel water 
tanks, six of 35,000 gals. and two of 50,000 gals. capac- 
ity. Bids will also be asked on two turntables 50 ft. 
long. 

Iron and Steel, 


The iron foundry of Smead & Co., Louisville, Ky., 
was damaged by fire June 23 to the value of $250,000. 
It has been decided by the Central Iron & Steel Co., 
Harrisburg, Pa., to rebuild the flanging plant recently 
destroyed by fire. 
The Baker Forge Co., Ellwood City, Pa., is building 
a new stock room and warehouse. 


The Novelty Iron Works of Dubuque have been in- 
corporated in the State of Iowa to make castings, 
machinery, engines and mill supplies. The capital is 
$15,000. 

New Stations and Shops. 
Work has commenced on the shops of the Western 
Maryland, to be built at Hagerstown, Md. 


It is stated that the Pennsylvania Railroad has 
contracted for a galvanized iron freight station to be 
built in Philadelphia and to be 231 ft. x 176 ft. 


We are officially informed that there is no truth in 
the report that the round-house of the Chicago, Rock 
Island & Pacific in North Topeka will be torn down 
and a new one built. 


Newspaper dispatches state that the Wabash has 
made an appropriation of $150,000 for improving its 
shops at Toledo during this year. We are Officially 
informed that this report is without any material 
foundation. The road is improving its shops gen- 
erally all over its entire system, but has made no spe- 
cial appropriation for Toledo or any other point. 


It is expected that work will begin about Aug. 1 
on the new union station for Nashville, Tenn. We un- 
derstand that bids will be received up to July 15. 

The Philadelphia & Reading is building in Phila- 
delphia two new brick and iron train sheds, each 
measuring 37 ft. x 524 ft. On one end of one of the 
sheds a three-story brick office building 37 ft. x 56 ft. 
will be put up. Ryan & Kelley are the contractors. 


The Chicago, Milwaukee & St. Paul will build a new 
station at Green Bay, Wis. Frost & Granger, 806 
The Temple, Chicago, are the architects. 

A Fire Tug ‘for Chicago. 
On June 17 the Chief of the Chicago Fire Department 
awarded the contract for the new fire tug mentioned 
in this column Feb. 4, p. 84, and Apr. 29, p. 314, to 
the Chicago Shipbuilding Co. The tug is to be built 
of steel, and will be 118 ft. long and 25 ft. 6 in. wide, 
and to be ready for service Oct. 20. The bids pre- 
viously received were too high, and all were rejected. 
The new proposals on which contract was awarded 
were: Racine Boat Co., complete, $66,385; Chicago 
Shipbuilding Co., complete, $68,500; Detroit Dry Dock 
Co., without pumps, $58,665. 
Car Coupler Litigation. 


In the case of the St. Louis Car Coupler Co. against 
the Buckeye Malleable Iron & Coupler Co., in the 
United States Court for the Southern District of 
Ohio, a decree was made by Judge Hammond as 
follows: 


Wherefore, in accordance with the order of this 
court, dated July 6, 1897, and upon the pleadings and 
evidence herein, it is by the court found that the 
complainant herein, the St. Louis Car Coupler Com- 
pany, has no cause of action upon its bill of com- 
plaint against the defendant herein, the Buckeye 
Malleable Iron & Coupler Company, and it is by the 
court further found that the letters patent of the de- 
fendant herein, the Buckeye Malleable Iron & Coupler 
Company, do not infringe the letters patent of ccm- 
plainant herein set forth in the bill of complaint. 

It is, therefore, by the court, after due deliberation, 
ordered, adjudged and decreed that said bill of com- 
plaint of complainant herein be, and the same is 
hereby, dismissed with costs to the defendant herein 
to be taxed, and judgment is hereby awarded in 
favor of the defendant herein for such costs. 

New Docks at Buffalo. 


The Buffalo, Rochester & Pittsburgh is enlarging 
its dock for canal freight at Michigan street, Buffalo, 
adding 400 lineal ft. on the branch slip. A McMyler 
hoisting machine for unloading coal is to be built at 
this point and also a new freight house. The tracks 
in the coal storage yard have been lengthened 150 ft. 
Baldwin Locomotive Works. 

From July ist Mr. Richard H. Soule will act as 
Western representative of the Baldwin Locomotive 
Works at Chicago. 

Mr. C. A. Thompson of St. Louis will act as South- 
western representative. 

A New Gas. 

At the meeting of the Academy of Science on June 
6 last, Prof. Ramsey, the co-discoverer with Lord 
Raleigh of argon, announced that another discovery 





of very much the same nature had been made and it 
is proposed to call the new gas Crypton. This an- 
nouncement will probably not excite the interest 
that might be expected, inasmuch as the announce- 
ment was made at the time of the discovery of 
argon in air that other gases were known to be 
present which had heretofore been overlooked by 
scientists. The presence of the new gas was de- 
tected by means of the spectroscope. According to 
the information now received, Crypton belongs to 
the helium group and its density is somewhat 
greater than that of oxygen. It appears to be a 
simple body and monatomic. In his letter to M. 
Berthelot, Prof. Ramsey inclosed two-millionths of 
a pound of the newly discovered gas, but it is ex- 
pected that more will be obtained soon and its 
properties fully investigated. 

An Electric Yard Locomotive. 
At the Arlington Mills, Lawrence, Mass., there has 
very recently been put in service an electrical instal- 
lation, including 2 locomotives, one of the box type 
and theotheraplatform cartype. Thegenerating plant 
consists of a standard G. E. 75 KW. 500-volt gene- 
rator, belt driven from an Armington & Sims high 
speed engine. The box car locomotive has two G. E. 
800, 27 H. P. motors with series-parallel controllers. 
The platform locomotive has 250 H. P. G. E. 1,200 
motors. These two locomotives together can handle 
20 to 40 empty cars. 

The Training of an Engineer. 
At last year’s meeting of the Master Mechanics’ 
Association the executive committee was instructed 
to provide for the convention this year something in 
the way of an instructive address or lecture, by a 
prominent railroad man or engineer. The com- 
mittee called upon Prof. Goss of Purdue University, 
who selected as his subject ‘The Training of an 
Engineer.” The lecture was given Tuesday even- 
ing, June 21, in the Saratoga Theatre, and was illus- 
trated by over sixty stereopticon views. In the be- 
ginning he explained what the term “engineer” 
means in its broad interpretation, and numerous ex- 
amples were cited showing in how many different 
fields the engineer’s work lies and how responsible 
is his position. After making clear the work of the 
engineer the methods of his training were con- 
sidered and views were shown of many of the labora- 
tories of the technical schools of this country, in- 
cluding the Boston Institute of Technology, Cornell 
University and Purdue University. The student was 
then followed step by step through his college work 
from the beginning to the end. Prof. Goss is an ac- 
complished lecturer and makes each point clear in its 
logical order, and many who heard him no doubt ob- 
tained a broader idea of what a technical training 
signifies. The success of this first lecture before the 
Master Mechanics’ Association will probably lead to 
similar lectures at future meetings. 

Officers of the Association. 
At the convention of the American Railway Master 
Mechanics’ Association the following officers were 
elected: 

President, Mr. Robert Quayle, Superintendent Mo- 
tive Power and Machinery, Chicago & North- 
western. 

First Vice-President, Mr. J. H. McConnell, Supt. 
Motive Power, Union Pacific system. 

Second Vice-President, Mr. W. S. 
Motive Power, Chesapeake & Ohio. 

Third Vice-President, Mr. A. M. Waitt, General 
Master Car Builder, Lake Shore & Michigan 
Southern, 

Treasurer, Mr. J. N. Barr, Supt. Motive Power, 
Chicago, Milwaukee & St. Paul. 


Master Mechanics’ 


Morris, Supt. 








THE SCRAP HEAP. 


Notes. 


The Atchison, Topeka & Santa Fe has issued an or- 
der pooling all freight locomotives on each principal 
operating division. 

A Chicago paper states that the Chicago & Eastern 
Illinois Railroad recently received $1,600 conscience 
money. It was paid to an officer of the road by a 
Jesuit priest, who is said to have received it at the 
confessional. 

On the Pennsylvania Railroad there is in experi- 
mental use a torpedo which, when exploded, ejects 
red paste on the under side of the head of the rail, 
thus marking the exact spot where the stop signal 
was given. 

Passenger train No. 49 of the Chicago, Burlington 
& Quincy, was stopped by robbers near Whitehall, 
Ill., on the night of June 24, and the engineman was 
shot and killed. After the shot the robbers ran away, 
making no attack on the cars of the train. They 
were caught the next day, 

Representative Norton of Ohio. has introduced in 
Congress a bill requiring railroads to block frogs and 
switches. It seems to be intended to apply to the 
District of Columbia and other territory where the 
United States has exclusive jurisdiction. 

The Attorney General of Texas has filed a suit 
against the International & Great Northern for $166,- 
400, the amount of fines claimed to be due from the 
railroad for running 32 passenger trains 52 days each 
without brakemen, contrary to the law of Texas. 
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The U. S. Grand Jury at New Orleans on June 
18 returned indictments against J. C. Stubbs, 
William Mahl, C. W. Bien and H. A. Jones, officers 
of the Southern Pacific, for violating the Interstate 
Commerce Law in 1895 by paying large rebates on 
freight bills for transportation of live stock. A few 
days later eight other indictments were found against 
the same men. 

The Louisville & Nashville has restored one-half 
of the reduction that was made in the wages of 
employees on Aug. 1, 1893. Officers who received 
$4,000 a year or more were reduced 20 per cent. and 
now have 10 per cent. restored. Those receiving 
smaller salaries were reduced 10 per cent. and now 
have 5 per cent. restored. It is given out that the 
company hopes to restore the balance within six 
months. This action is taken in the face of a press- 
ing demand for resumption of dividends. 

A Chicago press dispatch reports that a strong ef- 
fort Is being made to have Mr. B. D. Caldwell, Chair- 
man of the Westerm Passenger Association, ap- 


pointed on the special commission of five, to confer: 


with a similar committee to be appointed by the 
British Government, to make a new commercial 
treaty between the United States and Canada. Presi- 
dent McKinley, who is to appoint the Commission, 
has been reminded that the railroads of the country 
have an important interest in commerce to and from 
Canada, and it is said that he has signified his will- 
ingness to appoint as Commissioner a man recom- 
mended by the railroads. 

Troubles on the “Alley L.” 


The breaking of a steam supply pipe to/the con- 
denser in the power house of the South Side Elevated 
RR., Chicago, on June 21, and the consequent flooding 
of the electrical machinery, made it necessary to 
again run the road entirely with steam locomotives 
for two days, until repairs were completed and some 
improvements made in power house arrangements. 
On June 23 a cylinder head on an engine drawing a 
southbound train blew out about 7 a. m. Although 
no one was injured, traffic in both directions was de- 
layed until an extra engine could reach the train. By 
June 23 some trains were again run by electricity, but 
locomotives are still used during the heavy morning 
and evening traffic. 

Engines and Cars at the Omaha Fair. 


In the transportation exhibit at the Trans-Missis- 
sippi Exposition at Omaha there are eight new and 
two old locomotives and five new freight cars. Be- 
sides these, there are the Pullman train of palace 
ears exhibited at Chicago, Atlanta and Nashville, the 
Union Pacific private car built for President Lincoln, 
and a fac-simile of the first sleeping car built by Pull- 
man in 1859. 

Three of the engines are built by the Schenectady 
Locomotive Works. They are the following: North- 
ern Pacific 10-wheel compound; cylinders, 22 in. and 
34 in, x 28 in.; steam pressure, 200 lbs.; weight_of en- 
gine, 173,800 Ibs. Chicago & Northwestern 10-wheel 
standard; cylinders, 19 in. x 26 in.; pressure, 190 lbs.; 
weight, 156.000 lbs. Chicago & Northwestern 8-wheel 
standard; cylinders, 19 in. x 24 in.; pressure, 190 Ibs.; 
weight, 125,200 Ibs. 

The Baldwin Locomotive Works exhibit a 6-wheel 
shifting engine, an 8-wheel engine for the St. Louis, 
Peoria & Northern, a 10-wheel compound freight en- 
gine for the Chicago, Milwaukee & St. Paul, and a 
10-wheeler for the Kansas City, Pittsburgh & Gulf. 

The Rogers Locomotive Co. exhibits a 10-wheel en- 
gine (No. 381) built for the Illinois Central. 

The Union Pacific Railroad shows an 8-wheel en- 
gine (No. 1), built in 1866, by the Cooke Locomotive 
Works. This engine has cylinders 15 in. x 22 in., and 
the weight of the engine and tender is 116,150 lbs. 
The road also exhibits a 10-wheel engine (No. 1,600), 
built by Cooke in 1890. This engine has cylinders 22 
in. x 28 in. 

This road exhibits three freight cars, a box car of 
60,000 Ibs. capacity, a stock car, and a furniture car 
50 ft. long. The Northern Pacific exhibits a box car 
of 70,000 Ibs. capacity, built for the lumbermen of 
Washington, the wood work being entirely from the 
forests of that state. The ceiling is of cedar, the 
fascia of spruce, the door sills of ash, and the sills, 
roof and siding of fir. 

A Swift refrigerator car is shown. 

English Police Regulations for Passengers. 

The North Eastern Railway of England has pre- 
pared and sent to the Board of Trade fur approval a 
new code of by-laws for the government of passen- 
gers, or, in more diplomatic terms, ‘for making more 
adequate provision for the safety and comfort of 
passengers.” It is said that all the other principal 
companies have agreed with the North Eastern as to 
the contents of this code and will adopt it if the 
North Eastern secures the Board of Trade’s ap- 
proval. Approval by the Board of Trade still leaves 
each by-law subject to scrutiny, and possible rejec- 
tion, by the courts, in case of a lawsuit. The prin- 
cipal new clauses are one allowing the ejection of 
passengers who fail to produce tickets (heretofore 
there was simply a fine of $10 on trial in court); and 
one giving companies authority to reserve carriages 
for the exclusive use of female passengers. Under 
this clause persons of the male sex above, or appar- 
ently above, the age of eight years, may be excluded. 
Passengers may be forcibly removed where more 
than the proper number have entered a compart- 
ment or carriage. This removal may be made at 
the request of any passenger properly seated in the 
carriage or compartment. If a person with an in- 
fectious disease enters a carriage he may be made 
to pay the cost of disinfecting the carriage and prem- 
ises. Among the animals which may be excluded 
from a ear are birds. Bottles or other heavy articles 
must not be thrown out of car windows. 


Rule of the Road for Fast Street Cars. 

The Appellate Division of the Supreme Court of 
New York has affirmed a judgment for $500 damages 
against the Third Avenue Railroad Company of New 
York City for personal injuries, caused by one of 
defendant’s cable cars. The plaintiff was driving a 
wagon across the tracks at Nineteenth street when 
he was run down by a car and thrown from his seat. 
Presiding Justice Van Brunt, writing the opinion of 
the Court, says: “The cable car had no absolute 
right to the exclusive use of the street, Pedestrians 


and vehicles have a right to cross the street, even 
though a cable car may be in sight. It was not 
incumbent upon the driver of this vehicle to wait 
until no cable car was im sight before he attempted 
to cross the track when there was a reasonable op- 
portunity to do so, even though it required the cable 
car to slacken its speed in order that it might not 
upset his vehicle. The rights of drivers of vehicles 
and of cable cars are reciprocal, and the gripman of 
a cable car is bound to use as much diligence to 
avoid running into a vehicle which is crossing its 
track, as the driver of a vehicle is to avoid running 
into a cable car which may be crossing its path. It 
seems to be assumed upon the part of the defendant 
that unless a vehicle cam certainly entirely clear a 
cable car approaching at a high rate of speed its 
driver has no right to cross, and that the car is in no 
case bound to slacken its speed. We know of no 
such rule of the road.” 


Relief for the Patent Office. 


On June 6, the bill entitled “An Act for Revising 
and Perfecting the Classification of Letters Patent 
and Printed Publications of the Patent Office,” passed 
the House and was immediately signed by the Presi- 
dent. The applications during the last six months 
have been more than the present office force could 
handle, and the new act provides for the appointment 
from time to time of such additional principal ex- 
aminers and other assistants as may be considered 
necessary. The whole number, however, of the ad- 
ditional employees shall not exceed three principal 
examiners, two first assistant, two second, six third 
and five fourth assistant examiners; four first class 
clerks, four copyists, six laborers, six assistant mes- 
sengers and six messenger boys. The annual ex- 
pense for this additional force must not exceed $62,- 
882. The Patent Office is more than self supporting, 
its net profits in 1897 being about $252,000. The re- 
ceipts from this department are immediately turned 
into the Treasury and the current expenses are pro- 
vided for from time to time by legislative appro- 
priations. 


Decision in the Sprague Motor Case. 


On June 7 last, the special term of the Circuit Court 
of the United States, sitting at Utica, N. Y., rendered 
a decision in the case of the Sprague Electric Railway 
& Motor Co. versus the Hoosick Electric Railway Co., 
the latter company having used on at least four cars 
Sprague motors which were sold to the defendant by 
the Walker Co. The Court orders that a preliminary 
injunction be issued restraining the Hoosick Com- 
pany from using these motors, but suspends the in- 
junction for 30 days'in order that the defendant may 
remove the infringing apparatus from its cars. The 
patent referred to in the case is No. 324.892, and was 
granted to Mr. F. J. Sprague Aug. 25, 1885. 


Bridge Accident at Murphysboro, Ill. 


The Illinois Central Railroad is building a connect- 
ing line at Murphysboro. which is to cross the Big 
Muddy River with a 200-ft. span. On June 16 the 
trestle for construction purposes had been erected on 
the east side of the river and the derrick car was work- 
ing across to complete this false work. It was some 65 
ft. from the track on the trestle to the bottom of the 
river, and piles were driven in the river as a founda- 
tion for this trestle work up to within about 25 ft. of 
the grade of the track. These piles were capped and 
braced and the trestle erected on them to a height of 
25 ft. above their tops. The piles had been driven for 
the entire distance across the stream and part of the 
upper 25 ft. bents were erected and the track built 
thereon. As the bents were framed and laid out on 
the piling they were raised one at a time and braces 
put on, the stringers and track being laid thereon in 
the usual manner. The stringers, ties and material 
for the track were brought out by a derrick car, be- 
hind which was a tank car that supplied water to 
the derrick engine boiler. The entire derrick outfit 
was propelled by a locomotive. When the work had 
proceeded about two-thirds of the way across the 
stream. and a number of workmen were on the end 
of the false work, the derrick train ran out from the 
shore at too high speed, pushing the derrick car: it 
came at such speed that the bridge men believed it 
would run off the end of the trestle, the engineer not 
seeming to appreciate the fact that he was moving 
too rapidly. A signal was given him to stop, and it 
is claimed that he put on the air and reversed his 
engine, but did not do so until almost at the end of 
the trestle work. The sudden checking of such a 
weight on the top of the trestle pushed the two or 
three end bents over. of course dragging the engine 
and derrick car off with it. The engine fell in about 
20 ft. of water, the engineer being carried down with 
it. One workman was also killed and four others 
more or less injured. 

The John Fritz. 

The steel schooner John Fritz was launched June 
22 from the yards of F. W. Wheeler & Co., at Bay 
City, Mich. She belongs to the Bessemer Steamship 
Co. and is 456 ft. long over all, 50 ft. beam, and has a 
capacity of over 7,000 tons. Contract for a steamer 
and two barges, to be the largest on the lakes, was let 
Oct. 12, 1897, (see Railroad Gazette, Oct. 22, 1897, p. 
751), the schooner just launched being one of these 
three vessels. 

The Commerce of the Congo. 

The opening of the Congo Railroad gives some in- 
terest to the following figures from The Economist, 
London: 

During the past four years there has been a note- 
worthy expansion of the trade of the Congo Free 
State. In 1893 the value of the imports of foreign 
merchandise amounted to only £300,F00, while for 
1897 the total was £698,300. Similarly with the ex- 
ports there is an increase in value from £367,100 in 
1893 to £887,300 in 1897. And nearly the whole of this 
development has been in the trade with Belgium. To 
Belgium the exports increased from £127,400 in 1893 
to £515,300 last year, while in the same period the im- 
ports from Belgium rose from £176,900, to £650,900. 
In another respect also the relations of Belgium with 
the State are improving, for whereas in 1893 the reve- 
nue receipts amounted to only 33.4 per cent. of the 
expenses of administration, in 1897, owing to the in- 
crease of the revenue, they amounted to 68.2 per cent. 
But this result has not been attained without causing 
serious complaint as to the burden of taxation. 
Electric Railroads in Europe. 

Statistics of the electric railroads in operation in 
Europe at the beginning of 1898 show 204 different 
lines, whose aggregate length was 1,422 -miles, 
against 150 lines and 906 miles at the beginning of 
1897, The power stations developed a performance of 


68,106 K. W., and the lines had 4,514 motor cars. Very 
nearly one-half of the mileage was in Germany, and 
2,493 of the motor cars. France follows with 246 
miles of road, and 664 cars, while Great Britain, 
which stood next, had but 98 miles of electric rail- 
road and 252 motor cars, leaving but 371 miles and 
1,105 cars for all the rest of Europe. 


Chicago Street Railroad Franchises. 


In the matter of extension franchises for street rail- 
roads in Chicago, mentioned in our recent issues, a 
resolution was passed by the City Council June 20 
directing the City Clerk to ask officially from cities 
of 200,000 or more inhabitants, the following informa- 
tion: 1. The duration of franchises to street railroad 
companies. 2. The fare charged. 3. The distance a 
passenger may ride for a single fare. 4. The amount 
of tax, other than the regular tax, paid by street 
railroad companies to the city for the privilege of 
operating the roads. Upon receipt of this information 
it is to be transmitted to the Council at the next 
regular meeting. Although the resolution met with 
ea gears in the Council, it was adopted by a vote 
re) o 14, 


Conductor’s Valve for Emergency Stops. 


On the Southwest System of the Pennsylvania 
Lines West of Pittsburgh passenger conductors and 
brakemen are instructed that whenever it becomes 
necessary to make an emergency stop they shall ap- 
ply the brakes directly by the use of the conductor’s 
brake valve, instead of signalling to the engineman 
by the whistle signal. 


A Timely Warning. 


For some weeks past a man calling himself S. H. 
Patterson has visited a number of railroad supply 
men in this and other cities, stating that he was 
about to place an order for a large number of com- 
posite and trailer cars for the Chester & Delaware 
Railroad and promising to specify certain materials 
in connection with this equipment for a money con- 
sideration. The Chester & Delaware Railroad Com- 
pany was chartered by the Secretary of the Common- 
wealth of Pennsylvania Sept. 4, 1894, to build a line 
from the city of Philadelphia at Cobb’s Creek, west 
to a point near Paoli, a distance of 15 miles. The Di- 
rectors were: John J. Patterson, President, Lancas- 
ter, Pa.; Wm. B. Given, Columbia, Pa., and J. Hay 
Brown, John B. Skiles, J. W. B. Bausman, John 
Hertzler and B. French Breneman, all of Lancaster. 
A letter to Senator John J. Patterson has brought 
the answer that the company is practically out of ex- 
istence. 

Electricity and Compressed Air on the Metropoli- 
tan Lines, New York. 

Referring to the delay in changing the motive 
power of the Sixth Avenue line of the Metropolitan 
Street Railway Co., to electricity, President H. H. 
Vreeland says: “Many obstacles have been thrown in 
our way, and we have been greatly delayed in our 
plans by litigation. The Sixth Avenue was one of 
the lines the franchise of which we leased, and ques- 
tion arose as to our right to operate it. Then came 
in tedious and costly legal proceedings. We had al- 
ready provided all the material for carrying the work 
to a prompt conclusion, and had actually laid the 
roadbed from Fifty-ninth street as far south as Fif- 
tieth street, when we were obliged to suspend opera- 
tions pending the determination of our rights in the 
courts. In the meantime we had all the material of 
the road ready, and being unable to put it down in 
Sixth avenue, we diverted it to the Second avenue 
line, which was quickly finished and put in active 
operation. Finally a decision in the Sixth avenue 
case was rendered in our favor, after the action had 
been carried to the Supreme Court, but by that time 
we had no material on hand and were forced to wait 
until it could be procured. Now, however, I am 
happy to say that all obstacles have been removed 
and that work may be resumed almost any day. The 
present cable lines on Broadway, Columbus A'venue 
and Lexington Avenue will be operated by under- 
ground trolley. These, with the routes already in 
electric operation, the Fourth and Second Avenues 
and Fifty-ninth Street, will constitute the major por- 
tion of the electrical service at present in connection 
with the completion of the lines already under way. 
The remaining parts of Eighth and Sixth avenues 
for which we have permission to use electricity, will 
be pushed to completion, but they will not be avail- 
able until our new power house at Ninety-sixth street 
and the East River is completed. This will hardly 
be much before November, because of the difficulty 
already mentioned in getting machinery. The reason 
why the Twenty-third Street line has not been com- 
pleted and put in operation is because of lack of 
power. 

“For some weeks we have been running cars on 
Lenox Avenue equipped with various styles of com- 
pressed-air motors. We have compared the results 
of each motor most carefully, and have taken the 
good points of each, eliminated the unsatisfactory, 
and made what we think will be the most perfect air 
motor yet brought forward. This will -be tried on 
the two crosstown lines. Work on the compressed- 
air plant on Twenty-third street has been delayed by 
the trouble im getting the proper steam and air en- 
gines and other appliances. This has caused much 
delay in construction and operation, but we hope to 
have the experimental lines for compressed air in 
operation by the opening of the new year.” 


British Exports of Rails, 

The exports of rails from the Unite Kingdom 
amounted in the first five months of this year to 245,- 
476 tons, as compared with 238,182 tons in the same 
five months of 1897, and 328,150 tons in the first five 
months of 1896. The shipments to British India this 
year (five months) were 107,000 tons; or pretty nearly 
one-half of the total. Next came the Argentine Re- 
public, with 31,000 tons, and British South Africa, 
with 26,234. Nearly the same amount, namely, 25,666 
tons, was sent to Egypt. Sweden and Norway took 
about 21,000 tons, and Russia 10,000. Exports to 
Brazil amounted to about 11,500 tons, and those to 
Ausfralasia 10,500 tons. The falling off to Australasia 
is from 34,500 tons in the first five months of 1897 
and 26,000 in 1896. 


A Bridge Scandal. = 

The following members of the Passaic (N. J.) County 
Board of Freeholders were arraigned June 27 in Pat- 
erson to answer indictments charging them with mal- 
feasance in office, in connection with the awarding of 
the contract for the new bridge at King street: Rob- 
ert Apperton, A. W. Bishop, Richard Doremus, George 
F. Fuerstein, John Burke, Louis Frederick, Charles 
E. McNeill, Josiah Ricker, Tunis Roth, Thomas D. 
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Ryerson, Jacob J. Van Noordt, John J. Welsh and 
David Wickham. The cases were put over until the 
September term, the defendants each being put under 
$1,000 bail. 

In 1895 the Freeholders asked for proposals to ‘build 
a bridge over the Passaic at King street, and Sharp 
& Ryerson put in a bid for $42,400, which was the low- 
est. For some reason the Freeholders rejected the 
bid and ordered new specifications calling for new 
designs. Keepers & Thatcher of Detroit put in a bid 
of $60,890 and the contract was awarded to them. The 
bridge was built, but the taxpayers complained, and 
carried the matter before the Grand Jury, with the 
result that that body returned indictments against 
the Freeholders. 

The Kansas City Stock Yards. 


The Kansas City Stock Yards Co. has gone out of 
business, and all its property has been turned over 
to two new corporations. This is to defeat the pur- 
pose of the law passed at the last session of the Kan- 
sas Legislature relating to feeding and commission 
and dockage at the dock yards. The plan is to 
withdraw most of the stock business-from the Kan- 
sas side of the state line and turn it over to the Kan- 
sas City Stock Company of Missouri, to which all 
the property in Missouri has been deeded. ‘The prop- 
erty on the Kansas side of the line has been deeded 
to the Quarantine Stock Yards Co., and it is said to 
be the intention to handle only the quarantined cattle 
from the Southwest in these yards. The stock yards 
are controlled by Boston capitalists. 


LOCOMOTIVE BUILDING. 


The Chesapeake & Ohio is preparing drawings for 
a sample consolidation locomotive. 

The Dickson Locomotive Works have received an 
order for three light locomotives from Russia. 

The Delaware, Lackawanna & Western has placed 
an order with the Dickson Locomotive Works for two 
passenger engines. 

The Raleigh & Cape Fear, a new railroad, has 
placed an order with the Richmond Locomotive & 
Machine Works for one engine. 

The Keeseville, Au Sable Chasm & Lake Champlain 
has placed an order with the Dickson Locomotive 
Works for one Forney type engine with 16x24 in. 
cylinders. 

The Cooke Locomotive-& Machine Works have re- 
ceived an order from the Delaware, Lackawanna & 
Western for two mogul engines, with 19x26-in. cylin- 
ders and 57%-in. driving wheels. 

The order for the engines for New Zealand given to 
the Baldwin Locomotive Works, and referred to in 
our issue of May 27, has been increased from 10 to 20. 
The engines are to be 6-coupled tank with trucks 
front and rear. 

In our last issue we referred to a delivery of the 
first of the five simple and five compound engines 
built by the Richmond Locomotive & Machine 
Works for the Wabash. This was an error, as the 
builders inform us that the entire order was deliv- 
ered promptly some time ago. 

Two steamers have been chartered to take the loco- 
motive now being built by the Baldwin Locomotive 
Works for Russia, to that country. They are the 
Commonwealth (British), to load in July and dis- 
charge at Vladivostok and the L. P. Holmblad 
(Danish), which is now loading and will proceed to 
Riga. Some additional cargo will also be taken by 
the steamers. 

The 15 consolidation locomotives ordered by the 
Louisville & Nashville from the Brooks Locomotive 
Works, as mentioned in our issue of June 17, will 
have cylinders 21x16 in.; driving wheels 55 in. in 
diam.; weight on drivers, about 135,000 lbs. and a to- 
tal weight of 152,000 lbs.; Belpaire boilers; fireboxes 
123 in. long and 33% in. wide; working steam pres- 
sure 170 lbs. per sq. in. The tank capacity for water 
will be 4,200 gals. an@ coal capacity 7% tons. These 
engines will be equipped with New York air brakes, 
Coffin steel axles, cast iron wheel centers with cast 
steel tires, Monarch brake beams, Ross-Mehan brake 
shoes. reversible couplers, Monitor injectors, U. S. 
metallic piston and valve rod packings, Coale safety 
valves, Leach sanding devices, Nathan sight feed 
lubricators and L. & N. standard springs. 


CAR BUILDING. 


The St. Louis & San Francisco is about to order 300 
freight cars. 


The Barney & Smith Car Co. is building one special 
ear for the St. Paul & Duluth. 


The Grand Trunk has placed an order with the 
Wells French Co. for 500 freight cars. 


The Lehigh Valley is having one special car built 
at the works of the Barney & Smith Car Co. 


The Brainerd & Northern Minnesota has ordered 35 
flat cars, 40 ft. long, from the Illinois Car & Equip- 
ment Co. 


Pullman’s Palace Car Co. is building five passenger 
and 55 freight cars for the Pecos Railway, Construc- 
tion & Land Co. 


The Flint & Pere Marquette will probably let the 
contract for the new box cars referred to in our issue 
of June 3 this week. 


The Minneapolis & St. Louis order for 300 box cars, 
mentioned in our issue of June 10, has been let to the 
Michigan-Peninsular Car Co. 


The Detroit & Mackinac has placed the order for 
the 100 flat cars and 50 box cars, referred to in our is- 
sue of April 22, with the Michigan-Peninsular Car Co. 


It is reported that the St. Joseph & Grand Island 
has contracted with the St. Charles Car Co. for the 
200 box and 50 coal cars referred to in our issue of 
June 10. 


The Barney & Smith Car Co. is building 157 freight 
ears for the Galveston, Harrisburg & San Antonio, 
five for the Gulf, Western, Texas & Pacific, five for 
the Texas & New Orleans, and 15 for the New York, 
Texas & Mexican. These are all Southern Pacific 
lines. 


In our issue of April 1 we stated that the Pennsyl- 
vania road would order 2,000 box cars of 80,000 Ibs. ca- 
pacity for its lines east and west of Pittsburgh, some 
of which would be built at Altoona. These cars have 
now been contracted for, as follows: Milton Car 
Works (Murray, Dougal & Co., Ltd.), Milton, Pa., 
400; Jackson & Woodin, Berwick, Pa., 600; Terre 
Haute Car & Mfg. Co., Terre Haute, Ind., 500, and 500 

















at the Altoona shops of the railroad. As usual the 
Pennsylvania Railroad specified no makes of ma- 
terials, it having special requirements for what is 
used in building its cars, permitting any manufac- 
turer meeting its requirements to furnish the neces- 
sary materials. Westinghouse air brakes, Janney 
couplers and Schoen pressed steel body and truck 
bolsters will be used, being furnished the car builders 
by the railroad company. 


The Chihuahua & Pacific has placed an order with 
Pullman’s Palace Car Co. for three combination first 
and second-class coaches, three third-class coaches 
and three combination mail, baggage and third-class 
and baggage and mail cars. All the cars will be 52 
ft. 5 in. long and 9 ft. 8 in. wide over sills. The first- 
class compartments of the combination first and sec- 
ond-class cars will have Hale & Kilburn seats, No. 
75 rattan covering, and the second class, slat seats. 
The third-class cars will seat about 100 persons and 
have four rows of longitudinal seats one row on each 
side and two rows back to back through the center 
of the cars. All the cars will be equipped with Miller 
platforms and couplers and Westinghouse air brakes, 
the selection of other special equipments being left 
to the builder, who will make the cars to conform 
in many respects to Pullman tourist cars. 








BRIDGE BUILDING, 


ASHTABULA, O.—Two bridges will be needed, at a 
cost of about $60,000, on the line of the proposed 
Pennsylvania & Ohio Electric Railroad, to be built 
between Painesville and Conneaut. Thomas Fricker, 
Ashtabula, O., is President. 


ATLANTA, GA.—Councilman Camp has _ intro- 
duced a resolution providing for the appointment of 
a committee of nine Councilmen and four citizens to 
confer with property owners on Madison avenue and 
with the Central of Georgia and the Atlanta & West 
Point railroads on the matter of extending Alabama 
street into Hunter street. Such an extension would 
necessitate building a bridge. 


BOUND BROOK, N. J.—The freeholders of Somer- 
set and Middlesex Counties will build a bridge over 
Green Brook at Union Ave., at a cost of $20,000. 


CHICAGO, ILL.—The new bids for lift bridges over 
the Drainage Canal were opened June 25, at a meet- 
ing of the Sanitary District Trustees, and those for 
the superstructure are as follows: 

With Without 


Operat- Operat- 
ing Ma- ing Ma- 


Name of Bidder. Design. chinery. chinery. 
GC. Ea Seronel.....c<s<. BARONE io cscsicccesences $235,000 $133,000 
Cc. L. Strobel (alter- 
native bid).......... NOOR ao i wixcncecaddacs 244,000 108,000 
Edge Moor Bridge 
ED cavacksexvenss is cn ccdweceeusewaee 272,000 187,000 
Scherzer Rolling 
Lift Bridge Co..... DOHOUEOY oc cccsvccesdes 235,565 175,565 
J. G, Wagner Co... .SeHinke.........<cccecss 308,000 258,000 
© PRGHEISOR 6 ccesccccssas 330,000 179,000 
BEROUGD  oevccceuevescs 296,000 177,000 
King Bridge Co...... 
| Waddell bascule.... 304,000 223,000 
| Waddell cantilever. 368,000 286,000 


The bids for the substructure were made on a 
basis of unit prices, and at this time have not been 
tabulated. 


Alderman Kimbell wants the Council to ap- 
propriate $10,000 for new bridges across the 
north branch of the Chicago River at Addison 


street, Lawrence avenue and Kedzie avenue. His 
suggestion is to use the spans of the old Sixty-first 
street viaduct, recently taken down to make room for 
the elevation of the railroad tracks at that point. 


DENVER, COLO.—Plans are being considered for 
moving the bridge now in line with the Fourteenth 
street viaduct over the Platte River to the intersec- 
tion of South Fourteenth street in South Denver. A 
report favoring the plan was adopted by the Council 
June 9. 


EVANSVILLE, IND.—The Louisville, Evansville & 
St. Louis, it is stated, will build a number of new 
bridges. 

INDIANAPOLIS, IND.—Superintendent A. A. Zion 
of the Indianapolis Union Ry., at a recent meeting of 
the board of managers, was instructed to receive pro- 
posals for a three-span iron bridge, 426 ft. long, 
across White River. 


MOUNT VERNON, O.—Bids are asked until July 
6 for building two iron bridges over Kokosing River, 
one at Brown’s Ford, 110 ft. x16 ft.; at McArthur’s 
Ford, 170 ft.x16 ft. W. A. Wander, Auditor, Knox 
County. 

NEW ORLEANS, LA.—It is proposed to build a 
bridge over the St. Bernard Ave. Canal at Prieur St. 
A. C. Bell, City Clerk. 


NEW YORK, N. Y.—The New York & Harlem 
(New York Central & Hudson River) will be required 
to build a viaduct across Woodlawn Road, in Bronx 
Borough, New York City. 


NORWALK, O.—It is stated that bids are asked 
until July 16 for building a bridge in Greenfield town- 
ship. A. Sheldon, Auditor, Huron County. 


OSHKOSH, WIS.—Local press reports state that 
the Aldermen are considering plans for a bridge at 
Sawyer Ave., to cost about $6,000. 


ROCHESTER, N. Y.—Proposals will be received 
until noon July 5 at the office of the Superintendent 
of Public Works at Albany for building a lift bridge 
over the Erie Canal at Fitzhugh street, Rochester. 


SPRAGUE, WASH.—Press reports state that bids 
are asked for building an iron bridge 100 ft. long 
over Crab Creek. J. W. Gunning, Clerk, Lincoln 
County. 

SPRINGFIELD, ILL.—Sangamon County 
build three new bridges at a cost of about $3,700. 

SYCAMORE, ILL.—It is reported that a new iron 
bridge, to cost about $2,000, will be built in Syca- 
more. 


will 








MEETINGS AND ANNOUNCEMENTS. 





Dividends. 

Canada Southern.—One per cent., payable Aug. 1. 

Central Pacific.—One-half of 1 per cent., payable 
July 1. 

Chicago, Rock Island & Pacific.—Quarterly, 1% per 
cent; payable Aug. 1. ; 

Sagas, Pa. system.—Three per cent., payable July 


Delaware, Lackawanna & Western.—Quarterly, 1% 
per cent., payable July 20. 

Lake Shore & Michigan Southern.—Three 
half per cent., payable July 29. 

Michigan Central.—Two per cent., payable July 29. 

New York Central & Hud. R.—Quarterly, 1 per cent., 
payable July 15. 

Norfolk & Southern.—Quarteily, 1 per cent., payable 
July 11. 

New York Central & Hud. R.—Quarterly, 1 per 
cent., payable July 15. Norfolk & Southern.— 
Quarterly, 1 per cent., payable July 11. 


and one- 


Northeastern of S. C.—Three per cent., payable 
July 1. 
Pittsburg, Ft. W. & Chi.—Quarterly, guaranteed, 


regular, 1% per cent., payable July 5; special 1% 
per cent., payable July 1. 

Richmond, Fred. & Pot.—Three and one-half per 
cent., payable July 1. 

Rutland.—One per cent., payable July 1. 

St. Joseph & Grand Island.—First preferred, 2% per 
cent., payable July 15. 


Technical Meetings. 


Meetings and conventions of railroad associations 
and technical societies will be held as follows: 
American Society of Civil Engineers.—Meets at the 

house of the society, 220 West Fifty-seventh 
street, New York, on the first and third Wednes- 
days in each month at 8 p. m. 

American Society of Railroad Superintendents.—An- 
nual meeting, Crossman House, Alexandria Bay 
(Thousand Islands), N. Y., July 13 and 14. 

Association of Engineers of Virginia.—Holds its for- 
mal meetings on the third Wednesday of each 
month from September to May, inclusive, at 710 
Terry Building, Roanoke, at 5 p. m. 

Boston Society of Civil Engineers.—Meets at 715 Tre- 
mont Temple, Boston, on the third Wednesday in 
each month at 7.30 p. m. 

Canadian Society of Civil Engineers.—Meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every 
alternate Thursday at 8 p. m. 

Central Railway Club.—Meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, 
March, May, September and November, at 2 p. m. 

Chicago Electrical Association.—Meets at Room 7,137, 
Monadnock Building, Chicago, on the first and 
third Fridays of each month at8p. m J. R 
Cravath, secretary. 

Civil Engineers’ Club of Cleveland.—Meets in the Case 
Library Building, Cleveland, O., on the second 
Tuesday in each month at 8 p. m. Semi-monthly 
— are held on the fourth Tuesday of each 
~,onth. 

Civil Engineers’ Society of St. Paul.—Meets on the 
first Monday of each month except June, July, 
August and September, 

Denver Society of Civil Engineers.—Meets at 3 Jacob- 
son Block, Denver, Col., on the second Tuesday 
of each month except during July and August. 

Engineers’ Club of Cincinnati.—Meets at the rooms 
of the Literary Club, 25 East Eighth street, on 
the third Thursday of each month, excepting 
July and August, at 7.30 p. m. 

Engineers’ Club of Columbus (O.).—Meets at 12% 
North High street on the first and third Satur- 
days from September to June. 

Engineers’ Club of Minneapolis.—Meets in the Public 
Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Engineers’ Club of Philadelphia.—Meets at the house 
of the club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month at 
8 p. m., except during July and August. 

Engineers’ Club of St. Louis.—Meets in the Missouri 
Historical Society Building, corner Sixteenth 
street and Lucas place, St. Louis, on the first and 
third Wednesdays in each month. 

Engineers’ Society of Western New York.—Holds 
regular meetings on the first Monday in each 
month, except in the months of July and August, 
at the Buffalo Library Building. 

Engineers’ Society of Western Pennsylvania.—Meets 
at 410 Penn avenue, Pittsburg, Pa., on the third 
Tuesday in each month at 7.30 p. m. 

Locomotive Foreman’s Club.—Meets every second 
Tuesday in the clubroom of the Correspondence 
School of Locomotive Engineers and Firemen, 335 
Dearborn street, Chicago. 

Montana Society of Civil Engineers.—Meets at 
Helena, Mont., on the third Saturday in each 
month at 7.30 p. m. 

National Railroad Master Blacksmith Association.— 
Sixth annual convention, Boston, Sept. 6. 

New England Railroad Club.—Meets at Pierce Hall, 
Copley Square, Boston, Mass., on the second 
Tuesday of each month. 

New York Railroad Club.—Meets at 12 West Thirty- 
first street, New York City, ou the third Thursday 

- in each month at 8 p. m. 

Northwest Railway Club.—Meets on the first Tuesday 
after the second Monday in each month at 8 p. m., 
the place of meeting alternating between the West 
Hotel, Minneapolis, and the Ryan Hotel, St. Paul. 

Northwestern Track and Bridge Association.—Meets 
at the St. Paul Union Station on the Friday fol- 
lowing the second Wednesday of March, June, 
September and December, at 2.30 p. m. 

St. Louis Railway Club.—Holds its regular meeting 
on the second Friday of each month at 3 p. m. 
Southern and Southwestern Railway Club.—Meets at 
the Kimball House, Atlanta, Ga., on the second 
Thursday in January, April, August and 

November, 

Technical Society of the Pacific Coast.—Meets at its 
rooms in the Academy of Sciences Building, 819 
Market street, San Francisco, Cal., on the first 
Friday in each month at 8 Pp. m. 

Western Foundrymen’s Association.—Meets in the 
Great Northern Hotel, Chicago, on the third 
Wednesday of each month. A. Sorge, Jr., 1533 
Marquette Building, Chicago, is secretary. , 

Western Railway Club.—Meets in Chicago on the 
Third Tuesday of each month at 2 p. m. 

Western Society of Engineers.—Meets in its rooms 
on the first Wednesday of each month at 8 p. m. 
to hear reports and for the reading and discus- 
sion of papers. The headquarters of the society 

are at 1736-1739 Monadnock Block, Chicago, 


American Institute of Electrical Engineers. 
The fifteenth general meeting of the Institute con- 


vened at the Millard Hotel, Omaha, Neb.. Monday, 
June 27. The programme provided for daily sessions 
from 10 a. m. to 1p. m., from June 27 to 20 inclusive. 


The round trip railroad tickets at reduced ra 

1 roe » $ : ates a 
good returning until July 5, or, by special indorse- 
ment, until Aug. 30. The programme included sev- 
enteen papers covering many branches of electrical 
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engineering and promising an interesting meeting. 
Trips to the Trans-Mississippi Exposition, the shops 
of the Union Pacific RR. and other points of interest 
were also arranged for. 


American Society of Civil Engineers. 


TheJune proceedings contain some uncommonly im- 
portant papers. One of these, a very elaborate one, is 
by Mr. J. A. Ockerson on “Dredges and Dredging on 
the Mississippi River.” It is so complete as to amount 
to a treatise. Another one is “The Reservoir System 
of the Great Lakes of the St. Lawrence Basin,” by 
Capt. H. M. Chittenden, Corps of Engineers, U. S. A., 
and James A. Seddon, U. S. Assistant Engineer. Still 
another of this group of papers is “Three-Hinged 
Masonry Arches,” by David A. Molitor. 

It will be remembered that the 30th annual con- 
vention of the Society takes place at Detroit July 26 
to 29. A circular giving the general programme has 
already been mailed to each member of the Society. 

The first regular meeting of the season of 1898 and 
1899 will be held at the Society house, Sept. 7, at 8.30 
p. m. 

Discussion on Mr. Buck’s paper on “The Niagara 
Railway Arch” will be closed July 1, and discussion 
on Mr. Sweitzer’s paper on “The Gulf Stream” will 
be closed Aug, 1. 

Western Society of Engineers. 


A pamphlet has just been issued by the Society 
giving the constitution, by-laws and a list of mem- 
bers corrected to June, 1898. Also, list of officers and 
of standing committees. The list of members shows 
one honorary member, 388 active members, 25 asso- 
ciate members and 11 junior members, a total mem- 
bership of 425. 

The Committee on Professional Papers has sent 
out a letter to members dated June 22, announcing 
the papers already arranged for, and requesting 
members to give to the Society scientific papers, 24 of 
which are desired for the fall and winter. The letter 
further requests members who cannot prepare formal 
papers to give short notes of their current work, de- 
scriptive of difficulties met and overcome in daily 
practice, which the committee believes would add life 
and interest to the meetings of the Society and ad- 
ditional value to the published proceedings. The 
programme already arranged for includes: 

For ‘Ladies’ Evenings” this fall and winter, an il- 
lustrated and popular lecture on ‘‘Masonry,” by Mr. 
Geo. S. Morison; and one on “The Soudan and Re- 
cent British Campaigns There,’ by Mr. H. G. Prout 
of New York, who served with Gordon in the Sou- 
dan. Also the following professional papers: 

“Track Elevation of the Chicago & Northwestern,” 
by L. H. Evans. 

“Electrolysis,” by Prof. D. C. Jackson. 

“Mechanical Plants of Buildings’ (Part II.), by 
Dankmar Adler. 

“Measurement of the Discharge of the Niagara 
River,’”’ by C. B. Stewart. 

“Hollow and Solid Steel Forgings,’ by George H. 
Bryant. 

American Society of Railroad Superintendents. 


Secretary C. A. Hammond announces the 28th 
meeting of this Society, to be held at the Crossmon 
House, Aiexandria Bay, Thousand Islands, New York, 
July 13 and 14. The railroad station is Clayton, N. Y., 
where connection is made with the Thousand Island 
steamboat. 

On the first day, Wednesday, there will be, besides 
the routine business, the following reports of stand- 
ing committees: (a) Om Roadway, Seely Dunn, chair- 
man; (b) On Machinery, John P. Heindell, chair- 
man; (c) On Transportation, A. H. Smith, chairman; 
(d) On Signalling, W. L. Derr, chairman. These will 
be followed by discussion and reading of special 
papers. 

The afternoon will be devoted to discussion of the 
question, ‘“‘What has been the most perplexing or 
noteworthy problem or difficulty in your experience 
of the past year, and how have you been able to 
meet and solve it?’ At 7:15 p. m., by the courtesy 
of the Thousand Island Steamboat Company, there 
will be a search-light ramble among the Thousand 
Islands. 

On Thursday the following topics will be discussed: 
(a) Economical distribution of supplies. (b) Experi- 
ence with freight air-brakes and uniform couplers. 
(c) Relief or benefit associations—pensioning of old 
employees in cases of long and faithful service. (da) 
Telephone service in yard and terminal work, and 
the handling of suburban trains. (e) Safeguards 
against open switches. (f) Wrecking equipment and 
operations. (g) Systematic track inspection. (h) The 
English and Canadian system of wagon or dray de- 
livery to stores. (i) Absolute and permissive block 
signalling. (k) Track water tanks. At 2 p. m. there 
will be a daylight ramble among the Thousand 
Islands. The annual banquet will be given Thurs- 
day evening at 8 o’clock in the Crossmon House 
dining hall. : 

On Friday the Thousand Island Steamboat Com- 
pany offer to members and their families a trip, leav- 
ing Alexandria Bay at 7 a. m., shooting all the rapids 
and arriving at Montreal at 6 p.m. They also offer 
transportation and state rooms to those wishing to 
return the same night, making the trip through the 
Lachine Canal. Those wishing to remain in Mon- 
treal can go to the Windsor Hotel, at $3 per day. 
Rates at the Crossmon House, Alexandria Bay, are 
$3 per day. All railroad superintendents are invited 
to be present at this meeting. and it is especially 
desired that they bring their ladies with them. 

The committee of arrangements consists of Messrs. 
FE. G. Russell (R., W. & O.), J. P. Bradfield (N. Y. 
Cc. & H. R.), and C. H. Ketcham (West Shore). 








PERSONAL. 





—George W. Williamson, President of the Union 
Foundry Co., Chicago, died suddenly in that city 
June 18. 

H. C. Frick, chairman of the Carnegie Steel Co., 
Ltd., and the H. C. Frick Coke Co., has sailed for 
Europe on a pleasure trip. 

—Mr. Edwin Mickley, a member of the American 
Institute of Mining Engineers, died June 25. He was 
for many years connected with the Thomas Iron 
Company of Hokendauqua, Pa. 

—General Manager L. F. Loree of the Pennsylva- 
nia duines west of Pittsburgh has been appointed 
Quartermaster of the Second Brigade National 
Guard of Pennsylvania on the staff of Brigadier- 
General Miller. 


—Mr. W. M. Hughes, whose resignation as Bridge 
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Engineer of the Chicago Sanitary District was noted 
im our issue of June 17, was at once appointed Con- 
sulting Engineer, as it was desired to retain his ser- 
vices in connection with this work. 


—Mr. Eugene J. Spencer of St. Louis, Mo., has been 
appointed Lieutenant Colonel of the Third Volunteer 
Regiment of Engineers. He was graduated at West 
Point and entered the Corps of Engineers, U. S. A., 
in which service he remained for several years. 


—Mr. Edward Marsland, a mechanical engineer, died 
June 25 at Ossining, N. Y. During his career he was 
connected with the Russian Government as Fleet En- 
gineer in Chinese waters and with the American Gov- 
ernment as First Assistant Engineer in the Unadilla 
gunboat during the Civil War. 


—Mr. Jeff Lane, General Superintendent and Pur- 
chasing Agent of the Georgia Southern & Florida, 
died quite suddenly on Sunday, June 19, at his home 
in Macon, Ga. He was one of the organizers and 
builders of the G. S. & F., and has been connected 
with the road ever since. He was born in 1849 in Han- 
cock County, Ga. 


—Mr. William Henry Rhawn, who was Vice-Presi- 
dent of the St. Paul & Duluth RR. from 1877 to 
1888, died in Philadelphia, June 27. He was Chair- 
man of the committee charged with the reorganiza- 
tion of the Lake Superior & Mississippi RR., which 
was reorganized June 27, 1877, as the St. Paul & 
Duluth. Deceased was for many years prominent 
in Philadelphia banking circles. 


—Among the recent appointments in Volunteer En- 
gineers are the following: Second Regiment—Mr. 
Townsend Lawrence of New York, to be First Lieu- 
tenant. Third Regiment—To be Majors, First Lieu- 
tenant Mr. Henry C. Davis, Seventh Artillery; First 
Lieutenant Mr. Willoughby Walke, Seventh United 
States Artillery; to be First Lieutenant, Mr. Charles 
H. Hamilton of Minnesota; to be Second Lieutenant, 
Mr. Desha Breckenridge of Kentucky. 


—The following are some of the recent nominations 
of officers in the volunteer regiments sent by the 
President to the Senate: First Regiment—First 
Lieut., Mr. A. R. Livingston, First Volunteer Engi- 
néers, to be Captain; Mr. Harry De Lane and Mr. 
Walter L, C. Beard of New York, to be Second _Lieu- 
tenants. Second Regiment—Mr. Howard A. Springett 
of New York, to be Captain; Mr. Josiah W. Howe and 
Mr. Rodman V. Beach of Connecticut, to be Second 
Lieutenants. 


—Mr. Nelson D. Miller, who has just received the 
appointment of Chief Engineer of the Great Northern 
—his old position—entered the railroad service in 1863 
as a rodman on the Minnesota RR. A year after- 
ward he became Assistant Engineer on the Lake Su- 
perior & Mississippi RR., which position he held 
for six years. From 1870 to 1871 he took part in the 
U. S. Government land surveys and in the following 
year was appointed Assistant Engineer on the St. 
Paul & Pacific, remaining in that position until 1873, 
when he again entered the U. S. Government service 
as engineer of harbor improvements. In 1877 he 
was appointed Assistant Engineer on the St. Paul, 
Minneapolis & Manitoba and in the following year 
Assistant Engineer on the St. Paul & Duluth, In Jan- 
uary, 1885, he became Chief Engineer on the Great 
Northern, which position he held until 1895, when he 
resigned. He is 53 years old. 


—Mr. William E. Chamberlain, who was last week 
appointed General Manager of the New York, New 
Haven & Hartford, has held various positions on New 
England roads for the past 25 years. In the spring 
of 1878, he received the appointment of Superin- 
tendent of the Providence and Worcester R. R. He 
nad been Master Car Builder in charge of the All- 
ston shops of the Boston & Albany road for some 
years previous to that time. He remained Superin- 
tendent of the Providence & Worcester for nearly 10 
years, after which he took charge of the construc- 
tion of the South Atlantic & Ohio, with headquarters 
at Bristol, Tenn. He resigned the position of Gen- 
eral Superintendent of that road in January, 1888, 
and was out of railroad service for some time. In 
December, 1894, he was appointed Assistant Superin- 
tendent of the New York Division of the New York, 
New Haven & Hartford, taking charge of the freight 
terminal at Harlem River, New York City. In April 
of the present year he succeeded Elbridge G. Allen 
as General Superintendent of the Old Colony system 
at Boston. Mr. Chamberlain has occupied that posi- 
tion up to his present promotion. 








ELECTIONS AND APPOINTMENTS. 





Addison & Pennsylvania.—The Directors of this com- 
pany, successors to the Addison & Pennsylvania, 
are: Frank H. Goodyear, Charles W. Goodyear, 
Ganson Depew, Edgar O. Cheney, all of Buffalo, 
N. Y.; Henry C. Underhill, of East Aurora, N. Y.; 
Frederick Freehorn and Rupert S. Webb, of Buf- 
falo, N. Y.; Horace C. Mather, of Hamburg, N. 
Y.; Frederick A. Lehr, Charles W. Fry, Thomas J. 
Elmer, Frank E. Ball, of Kenmore, N. Y.; Arthur 
M. Hall, of Kenmore, N. Y. 


Canadian Pacific.—G. F. Diekroeger succeeds F. H. 
Cooke as Contracting Agent at St. Louis. 


Chicago & Eastern Bridge.—The Directors of this 
company, successor to the Chicago & Atchison 
Bridge, are: W. W. Guthrie, W. F. Guthrie, W. W. 
Guthrie, Jr, W. D. Todd, H. H. Todd, G. F. 
Chaves, Norman Barratt, C. G. Barratt, all of 
Atchison, Kan.; L. F. Bird and A. F. Smith, Kan- 
sas City, Mo., and Theodore A. Fowler, of St. 
Joseph, Mo. 


Chicago, Peoria & St. Louis.—The position of Gen- 
eral Agent in Chicago was created June 3 He, Sh * 
Manter, who has been recently appointed, was for- 
merly Traveling Freight Agent with headquarters 
in St. Louis. (Page 466, June 24.) 


Denver & Rio Grande.—F. G. Holman has been ap- 
pointed Joint Foreman of the D. & R. G. and the 
Rio Grande Southern at Durango, succeeding C. F. 
Winn, resigned. (June 24, page 466.) 


Detroit, Toledo & Milwaukee.—The statement made 
in last week’s issue that Harry F. Hall of Toledo, 
O., had been appointed Auditor is incorrect. Mr. 
Hall was appointed Traveling Auditor June i. 


Florida Central & Peninsular.—L. A. Shipman, for- 
merly Florida Passenger Agent of the Southern, 
with headquarters in Jacksonville, Fla., has been 
appointed Assistant General Passenger Agent of 


the F. C. & P. Mr. Shipman will be succeeded by 
R. W. Hunt as Florida Passenger Agent of the 
Southern. Mr. Hunt was Traveling Passenger 
Agent of the road at Augusta, Ga. 


George’s Creek & Cumberland.—At the annual meet- 
ing of this company, held at Cumberland, Md., June 
9, the following Directors were elected: Sidney 
Wintringham, Alexander M. White, James J. Alex- 
ander, William De L. Walbridge, John E. Knapp, 
Cc. L. F. Robinson and James A. Millholland. 


Georgia Southern & Florida.—Vice President Wiliam 
Checkley Shaw has issued notice that owing to the 
death of General Superintendent and Purchasing 
Agent Jeff Lane of Macon, Ga., the duties con- 
nected with the now vacant office will be discharged 
by the Vice-President. ; 


Great Northern.—Nelson D. Miller, formerly Chief 
Engineer, has been appointed to his old position, 
succeeding John F. Stevens, resigned. (June 24, p. 
466.) Daniel Davis, formerly Assistant General 
Passenger Agent, has been appointed Chief Clerk 
to the Auditor of Freight Receipts, succeeding G. W. 
Dunlop, resigned. W.T. Tyler, formerly Superintend- 
ent of the Montana Division, has been appointed 
Superintendent of the Pacific Coast lines with 
headquarters at Everett, Wash. He will be suc- 
ceeded by P. Nolan, formerly Superintendent of the 
Cascade Division. Frank Shesgreen succeeds Mr. 
Nolan as Superintendent of the Cascade Division. 


Louisville & Nashville—John M. Atherton of Louis- 
ville, Ky., has been elected a Director, filling the 
vacancy caused by the death of John- D. Taggart. 


Louisville, Evansville & St. Louis.—A. Shane, for- 
merly Superintendent of Bridges and Buildings or 
the Cleveland, Cincinnati, Chicago & St. Louis, nas 
—— a similar position with the L. E. & St. 

ouis. 


Merchants’ Dispatch Line.—F. H. Cooke, formerly 
Contracting Agent of the Canadian Pacific Dis- 
patch and Canadian Pacific RR. at St. Louis, has 
been appointed Contracting Agent at St. Louis, 
vice C. M. Hunt, resigned. 


Mexican Central.—E. E. Styner, formerly Superin- 
tendent of the Mexico Division, has been appointed 
Superintendent of the San Luis Division with office 
at San Luis Potosi, Mex., succeeding H. R. Corn- 
forth, resigned. 


New York Central & Hudson River.—Charles F. 
Smith, Chief Clerk of Superintendent J. P. Brad- 
field of Buffalo, has been promoted to a similar po- 
sition under General Superintendent Edgar Van 
Etten in New York. Mr. Smith’s successor is Ed- 
ward Brown. 


New York, New Haven & Hartford.—The acquisition 
of the New England by the N. Y., N. H. & H. has 
brought about a reorganization of the new system, 
to take effect on July 1. The entire properties are 
to be divided into three districts, known as the Ma- 
rine, the Eastern, and the Western. The Marine 
District will include the Long Island Sound lines 
and floating property. The Western District will in- 
clude 1,000 miles of railroad west of New London 
and Willimantic. The Eastern District will include 
1,000 miles of railroad east of New London and 
Willimantic. A General Superintendent will be in 
charge of each of these districts. 

Captain S. A. G. Gardner of New London, Super- 
intendent of the Fall River and Norwich lines of 
steamboats, will be the General Superintendent of 
the Marine District, which terminates in New York 
City. Charles H. Platt, for years General Superin- 
tendent of the New Haven District, will be the Gen- 
eral Superintendent of the Western District. His 
headquarters will be in New Haven. The present 
General Manager of the New England Railroad, C. 
Peter Clark, is to be General Superintendent of the 
Eastern District. His headquarters will be at Bos- 
ton. These three General Superintendents will re- 
port to the General Manager, who will have charge 
of the operation of the entire property of the rail- 
road. 

The present General Superintendent of the Old 
Colony system, W. E. Chamberlain, will be the 
General Manager, with headquarters at Boston. The 
operating divisions under the new arrangements 
will be 20 in number, involving the appointment of 
20 Division Superintendents in the Eastern and 10 
in the Western District. The division boundaries 
will remain practically unchanged, but the use of 
the words “eastern” and “western” to designate the 
present operating districts of the New England will 
be no longer used. The Eastern Division of that 
railroad will be called the Midland Division, and the 
present Western Division will be called the High- 
land Division of that road. 


Ohio Southern.—Fred Buskirk, who represented the 
Detroit & Lima Northern as General Agent at Cin- 
cinnati, O., has received the appointment of Gen- 
eral Agent of the O. S., with headquarters at Jack- 
son, O 


Pennsylvania.—Charles F. Nye has been appointed 
Freight Agent at Boston, succeeding John H. Mori- 
arty, deceased. 

Pennsylvania Co.—George G. Beltzhoover has been 
appointed Traveling Passenger Agent, with head- 
quarters at Milwaukee, Wis. He succeeds George 
R. Thompson, who is transferred to Chicago as 
Special Passenger Agent. 

St. Louis, Peoria & Northern.—A. L. Moler, who re- 
cently resigned as Master Mechanic, is now Presi- 
dent and General Manager of the Thompson Smeit- 
ing & Refining Co. of St. Louis, Mo. He has been 
in the railroad service for over 18 years. His suc- 
cessor as Master Mechanic is W. J. Hemphill. (June 
17, p. 444.) 

Southern Railroad.—B. B. Arwood of Selma, Ala., who 
has been Road Master of the Annison Division, has 
been transferred to the Macon Division to succeed 
as Road Master R. E. Smith, who died recently. W. 
H. Collins succeeds Mr. Arwood. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





ALBERENE.—Official confirmation is received that 
track has been laid from Warren, Va., north 11.5 
miles to Alberene. Two trains are running daily. 
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Lane Bros. & Co. of Esmont, Va., have the contract. 
(June 17, p. 444.) : 


ATCHISON, TOPEKA & SANTA FE.—Grading is 
begun for the extension of the Little River Branch 
from a point near Holyrood, Kan., west 13.5 miles to 
Bardeen. Surveys were made some time ago. The 
line will be built. with old material. 


CANADIAN PACIFIC.—Track is laid for 118 miles 
on the Crows’ Nest Pass extension, reaching a point 
about 30 miles west of the summit. (Jan. 21, p. 50.) 
The entire line is to extend from Lethbridge, Can., 
west 325 miles to Nelson. Mann, Foley Bros., and 
Larsen, of St, Paul, Minn., have the contract for the 
extension from Robson to Midway, approximately 
100 miles. (Official.) 


CANADIAN ROADS.—McKenzie & Mann of Van- 
couver, B. C., and Toronto, Ont., are reported to have 
accepted the subsidy of $4,000 per mile from the 
Province of British Columbia for an all-Canadian line 
from Glenora to Lake Teslin, about 140 miles. (May 
27, page 382.) 


CHICAGO & NORTHWESTERN.—This company 
has bought a new quarry near Ableman, Wis., and 
will build a short connecting side track. (Official.) 


DAGGETT & BORATE.—The new line of the Pa- 
cific Coast Borax Co. of San Francisco, Cal., from 
Daggett, on the Santa Fe Pacific, to its mines at 
Borate, 10 miles, is completed. (‘New Roads,” June 
17, p. 445.) EF. M. Smith of San Francisco is Presi- 
dent of the Pacific Coast Borax Co. (Official.) 


JALAPA RAILROAD & POWER CO.—Track is 
laid for 30 km. (18.6 miles) to Teocelo on this line 
from Jalapa, Mex., south to Coatepec. (Nov. 26, 1897, 
p. 841.) The line as projected is to run from Teocelo 
south to Cordova, 110 km. (68 miles). H. T. Green, 
of Jalapa, Mex., is General Superintendent. (Offi- 
cial.) 


MISCELLANEOUS COMPANIES.—The Interna- 
tional Construction & Improvement Co. was incorpo- 
rated in Arkansas, June 24, with a capital stock of 
$1,000,000, to build and promote railroads, bridges and 
manufactories. The principal office is at Ft. Smith, 
Ark., and the stockholders are: Jesse French, John 
L. French and John Dooley of St. Louis; H. D. Mac- 
kay of Pomona, Mo., and J. S. Drake of Ft. Smith. 

The Alaska-Baranof Exploration Co. was incor- 
porated in theState of Washington, June 16, with a 
capital stock of $400,000, to build and operate rail- 
roads, tramways, etc. The incorporators are: James 
J. Carroll of Seattle, Wash., and George E. Bent of 
New York City. 


NEWFOUNDLAND.—Track has been laid for 25 
miles on the extensions from Brigus, Newfoundland, 
to Tilton, and from Harbor Grace to Carbonaer, The 
company is making further extensions from Sandy 
River to Coalville, from St. Johns to Dunville, and to 
Burnt Bay. (Official.) This entire line was taken 
possession of in March by Mr, J. R. Reid, under an 
agreement with the Newfoundland Government. 
(Feb. 25, p. 149.) 


NEW ENGLAND.—On the extension of second 
track between Forestville, Conn., and Bristol, 2.2 
miles, the grading and masonry, which was begun by 
McCarthy Bros. im March last, was completed about 
June 1, and track laying has, since been in progress. 
This track is generally 12 ft. distant from and 
parallel with the main line. The bridges were also 
finished and placed about the same date. They con- 
sist of one new double deck timber trestle 290 ft. 
long, one steel through girder bridge 99% ft. long, 
with center pier, one deck girder bridge 62 ft. long 
and one through girder bridge 434% ft. long. The 
work is practically finished, except track-laying. At 
Waterville, Conn., the company is building a bridge 
under the main track with graded \approaches to 
abolish a highway grade crossing. The bridge will 
be a single-track deck girder 30 ft. 4 in. long. The 
contractors for grading and masonry are McCarthy 
Bros. of Franklin, Mass. All the above bridges were 
built by the Boston Bridge Works of Boston, Mass. 
(Official.) 


NEW ROADS.—Surveys are in progress for a pro- 
posed line from Temple, Tex., 16 miles to Salado. 
When the survey is completed an attempt will be 
made to raise funds by subscription. There is no 
organization as yet. Capt. G. E. Wilcox, of Temple, 
is among those interested. 


NEW YORK, NEW HAVEN & HARTFORD.— 
Work is in progress on the extension of the Provi- 
dence Division from Dartmouth street to the Boston 
Terminal grounds in Boston. (Feb. 11, p. 110.) The 
company hopes to have the improvement completed 
by Jan. 1, or, at the latest, early next spring. The 
line practically parallels the Boston & Albany with 
four tracks running beneath the streets. (Official.) 


NORTHERN PACIFIC.—This company is building 
an extension of 1,000 ft. from Wallace, Idaho, further 
up the canyon to the North Fork to accommodate 
business and to facilitate operation. The work is 
being done by division forces. 

The extension from Juliaetta down the valley 20.6 
miles to Lewiston, Idaho, which was begun in Janu- 
ary last, is now well under way. A crossing is made 
of the Clearwater River at a point about 11 milesabove 
Lewiston, the bridge consisting of four Howe truss 
spans, each one 50 ft. long, and a draw span 200 ft. 
5 Several miles of track is laid. (June 6, p. 
421.) 

Grading is completed on the extension from Aber- 
deen, Wash., to Hoquiam, 4.6 miles. Two draw 
bridges are required, each 200 ft. long, with necessary 
approaches, crossing the Wishkah and Hoquiam 
Rivers, which are being built by division forces. 
Geiger & Zabriskie of Tacoma, Wash., have the con- 
tract for this extension as well as for the one to 
Lewiston. It is expected that the line will be com- 
pleted the latter part of July. 

Contract has been awarded to James D. McArthur 
of Winnipeg, Man., for the extension from a _ point 
between Mile Posts 105 and 106 near Belmont, Man., 
on the Morris & Brandon Branch, west approxi- 
mately 51 miles to a point at or near Hartney on the 
C.. BP. RB. (May 13, p. 348.) The line traverses a 
prairie country, except the crossing of Lang’s Valley, 
so-called, where the maximum grade will be 0.8 p. ec. 
(Official.) 


PACIFIC & ARCTIC RR. & NAVIGATION CO.— 
The line which is being rapidly built in Alaska by the 
Pacific Contract Co. of Seattle, Wash., is to be known 
under the above name. It is stated that about 2,000 
men are at work along the line and that rails have 
been shipped to cover the entire length. The latest 


reports are that the first mile of track is laid and 
that grading is completed for five miles beyond 
Skaguay toward Lake Bennett. E. C. Hawkins of 
Seattle, Wash., is General Manager. (‘‘Alaska 
Roads,” June 3, page 399.) 


SHELTON SOUTHWESTERN.—Grading is in pro- 
gress on the extension of this line from Summit, 
Wash., southwest five miles to Prairie Lake, and 
track is laid for one mile. The road is projected to ex- 
tend from Prairie Lake southwest 30 miles to Elma. 
W. H. Kneeland, of Shelton, Wash., is General Man- 
ager. This line was recently reorganized, the prop- 
erty sold to a local syndicate and taken out of the 
hands of the receiver. (May 13, p. 350.) 


SOUTHERN PACIFIC.—The St. Martinsville 
Branch, in Louisiana, from St. Martinsville north- 
west about 24 miles to Arnaudville, St. Landry Par- 
ish, is practically completed. (Jan. 21, p. 51.) 


SPRINGFIELD, LITTLE ROCK & GULF.—Gov- 
ernor Jones of Arkansas, on June 27, issued a procla- 
mation annulling the Smith Railroad Act passed by 
the State Legislature on June 26, 1896, granting this 
company 1,000 acres of state land for each mile of 
main line of its road in that state. The road as pro- 
jected, was to run from Springfield, Mo., south 
through Little Rock, Ark., to Alexandria, La. Under 
the terms of the Smith Act, grading was to begin 
Dec. 26 last. Work was actually begun on a section 
from Little Rock south 10 miles to Dardanelle on 
Dec. 15, but owing to financial embarrassments all ac- 
tivities ceased soon after. (Dec. 24, 1897, p. 920; March 
4, p. 170.) 


WABASH.—Improvements are in progress on grade 
between St. Louis, Mo., and Moberly. The company 
is also building a private siding at Duncan Avenue, 
St. Louis. Both improvements are being done by the 
company’s forces. 


WEST VIRGINIA CENTRAL & PITTSBURG.— 
Official confirmation is received that the Columbus 
Construction Co., of Columbus, O., has been given the 
contract for grading this proposed extension from 
Beverly, Md., south 11 miles to Huttonsville. Grad- 
ing was begun June 20. The work is light, with easy 
alignments and grades. There is to be one iron 
bridge 250 ft. long, for which the Pencoyd Bridge Co. 
has the contract. (June 24, p. 467.) 


YAZOO DELTA.—The extensions from Ruleville, 
Miss., north 20 miles to Tutwiler, and from Moore- 
head south 15.5 miles to Lake Dawson, are practically 
completed. (Official.) C. H. Pond, of Moorehead, is 
President.. (May 13, p. 349.) 








Electric Railroad Construction. 





ALLENTOWN, PA.—Work is begun on the Allen- 
town & Emans St. Ry. Co. T. J. Crilley, Allentown, 
President. (Jan. 7, p. 17.) 


BROOKLYN, N. Y.—The Coney Island & Brooklyn 
R. R. made application to Park Commissicner Brower 
for permission to lay a double track ecross Ocean 
Parkway at Neptune ave. to relieve the traffic con- 
gestion resulting from the single track-at that point. 


CHICAGO, ILL.—The Northern Electric Ry. Co. 
applied for a 50-year franchise over the following 
route outside of the city limits of Chicago: Along the 
Chicago, Milwaukee & St. Paul tracks on Marwood 
avenue north from Seventy-second street to Grand 
avenue, and along Grand avenue to the limits of the 
village of Grand River. The same company now has 
a petition pending before the council which was in- 
troduced before that body June 13. (June 17, p. 445.) 


CLEVELAND, O.—The Pennsylvania & Ohio Ry. 
Co. has been granted a 50 year franchise by the 
Commissioners of Lake County. Thos. Fricker, Ash- 
tabula, O., is President of the company. (Apr. 22, 


, PB. 301.) 


COLUMBIA, S. C.—The Carolina Traction, Light & 
Power Co. is incorporated with a capital stock of 
$500,000. Among those interested are: F. A. Weston, 
Columbia; F,. F. Williams and Willet Hazard, Buffalo. 


DOYLESTOWN, PA.—A charter was granted to 
the Doylestown Ry. Co., which will build a line 2% 
miles long, in the borough of Doylestown. The Direc- 
tors are: Joseph K. Debbins, Neshaminy, Pa.; Jus- 
tinian K. Hallowell, Horsham, Pa.; Byron M. Peters, 
Doylestown, Pa.; Henry S. Murfit, Doylestown, Pa.; 
Frank N. Booz, Doylestown, Pa., President. The 
capital stock is $50,000. 


ERIE, PA.—The Erie Rapid Transit St. Ry. Co. wasin- 
corporated June 21, to operate an electric railroad 20 
miles long; capital stock, $300,000; route, from the 
Borough of North East to and within the city of 
Erie. The incorporators are William E. Hayes 
(President), John W. Little, Edson T. Moore, Ben- 
nett A. Stewart, Leonard D. Davis, Henry C. Yard 
and Lester J. Chase of Erie, Pa. 


MONTPELIER, VT.—Press reports state that the 
Montpelier & Barre Electric RR. was opened June 28. 


NATCHEZ, MISS.—Press reports state that the 
Natchez Light, Power & Transit Co. has a franchise 
to build an electric railroad in Natchez. Maurice 
Moses, President and General Manager. 


NEWARK, N. J.—The Orange & Passaic Valley 
Ry. Co., with a capital stock of $1,000,000, has filed 
incorporation papers with the County Clerk. The 
company is organized to operate a street railroad, 
but the papers do not state its location. The incor- 
porators are: Charles A. Sterling of East Orange, 
William Scheerer of Orange, Albert B. Carlton of 
Elizabeth, Bird W. Spencer and Thomas M. Moore of 
Passaic, and John A. Ely of Orange. Mr, Scheerer 
is interested in the Newark & South Orange Ry. Co., 
and Mr. Spencer in the Passaic & Newark Electric 
Traction Co. 


NEW YORK, N. Y.—The Union Ry. Co., now con- 
trolled by the Third Avenue RR. Co., will open for 
traffic its new branch line from Mount Vernon to 
New Rochelle on or about Aug. 1. The line com- 
prises about 12 miles of track, including that which 
runs through the village and to Glen Island. 


PARIS, TEX.—Press reports state that the plant 
of the Paris Gas & Electric Light Co. was sold to 
Mr. D. H. Scott and that it will be improved and 
an electric railroad built. 


SALINAS, CAL.—The City Clerk has advertised the 
sale of a street railroad franchise to take place July 
18. This franchise is applied for by the Salinas St. 
Ry. Co. J. B. Iverson, President; Harry Windham, 
Goienai ‘Manager. 








SAN FRANCISCO, CAL.—It is reported that the 
Market St. Ry. Co. has app ied for authority to change 
the motive power on its cable line to electricity. The 
company has also made eight applications for fran- 
chises to build extensions, 


SYRACUSE, N. Y.—The Syracuse Construction 
Company is erecting new buildings in connection 
with its electric railroad plant. The buildings con- 
sist of a boiler house 60 ft.x90 ft., having steel 
framework covered with corrugated iron on the sides 
and roof. There is also an engine room 65 ft. wide x 
80 ft. long, having a steel framework and brick sides. 
The other building is a car barn and repair shop 65 ft. 
wide and 170 ft. long. This building also has steel 
framework construction, with corrugated iron sides. 
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Railroad Earnings. 


Showing the gross and net earnings for the periods 
at the dates named: 








May 31: 1898. 1897. Ine, or Dec, 
Allegheny Valley. 
DB SOc dccaces Gross $214,308 $206,168 JI. %, 140 
1 nt Sadacaneant Net 74,073 83,64 D, 9,567 
5 MONtHS. «0.006000 Gross 1,046,858 931,848 I. 115,010 
= Pr eee et 395,980 341,001 a 54,979 
Atchison, Topeka & Santa Fe. 
I ‘Mettii......cc<e Gross $3,289,470 $2,803,625 T. $485,845 
1 SOe Sasenaveane Net 789,689 556,392 sid, 233,298 
EE mignthi@is.cccxcs Gross 36,213,599 30,915,619 I, 5,297,980 
11 . eeekwede Net 10,016,126 7,959,712 I, 2,066,414 
Baltimore & Ohio Southwestern. 
1 Gross $630,028 $500,499 I. $129,538 
i Net 153,831 154,285 D, 454 
5 Gross 2,864,238 2,436,554 i? 427,684 
5 Net 749,475 667,700 =I. 81,775 
11 Gross 6,362,018 5,608,580 X. 753,438 
11 Net 1,891,592 1,693,102 I, 198,490 
Central of Georgia. 
1 month.......<<. Gross $836,871 $332,328 I. 4, bn 
a eaednieeeite Net 66,739 2,2 E, 
11 months......... Gross 5,150,814 4,948,938 I. ont ‘ere 
aexeueexes Net 1,769,955 1,757,234 I, 12,721 
Chesapeake & Ohio. 
Eo MRORG esc ccccce Gross $956,347 $854,582 I. $101,765 
wT uahienueas Net 275,129 255,458 I. 19,671 
11 months......... Gross 10,787,575 9,846,601 I. 940,924 
Be ee easueee Net 3,472,482 3,161,275 I, 311,157 
Chicago, Burlington & Quincy. 
SD PROM sc idaccus Gross %, =. 598 $2,806,062 I. $745,536 
1 SO wendexened Net (055,358 938,663 ‘I. 216, 
11 months......... Gross 39) 607,213 32,504, 063 4. 7,103,160 
Be aeavennws Net 15,628,493 13,370,909 I. 2/257,584 
Chicago, Milwaukee & St. Paul. 
DP SMO Radian ceess Gross $2,755,182 $2, 359,640 I, $395,542 
ci Net 965,982 789,628 I, 176,354 
Gross 31, 443, 339 28, 768, 208 I, 3,675,131 
Net 11,984,708 10,825,446 ‘I. Zz 159, 262 
Chicago, St. Paul, Minneapolis & Omaha. 
2 month..<..cc<ce Gross $658,798 $674,809 D. $16,011 
5 months........- Gross 3,110,405 2,811,277 } A 299,128 
Northern Central. 
1 month.......... Gross $492,364 $491,562 TI. $802 
1 MS peenwnenes Net 96,807 116,834 D. ,027 
& months......... Gross 2,505,192 2,554,115 D. 48,923 
5 Se dhausenads Net 535,370 729,090 D. 198,720 
Northern Pacific. 
1 month Pinaawesne Gross $1,918,193 $1,470,014 I. $448,179 
Bin” a ireessenceds Net 793,216 424,867 I, 79,830 
11 months......... Gross BUCO ciccece scares 
11 7” waecunaeas INGE TRIE cvesices j§ ‘Sunaes 
Pittsburgh & Western. 
De ay ee Gross $307,326  $264,7 x $42,591 
1 rs ake dtuceeee Net 88,954 77,937 ae 11,017 
5 months......... Gross 1,228,973 1,039,604 I, 184,369 
5 wn eweitcaeetie Net 350,984 272,466 I. 78,518 
11 months......... Gross) 2,885,121 2,456,823 I, 28,298 
RR eo eaeenad Net 852,618 776,150 ~=s«, 76,468 
St. Louis & San Francisco. 
Do MONE ccccacas Gross $577,204 = $511,376 ~—s‘I. $65,826 
fo gecagaeend Net 230,039 192,550 I. 37,489 
= months wedacuane Gross 6,379,688 5,524,847 i. 854,841 
gdagensen Net 3,696,711 3,153,951 =i. 542,760 
Southern (Exclusive of Memphis Division). 
1 month.. +» Gross $1,746,052 $1,474,518 I. $271,534 
1 « Net 461,431 313,891 =I, 147,540 
Gross 19,051,239 17,646,565 I. 1,404,674 





11 months. 

11 " - oe INGE 6,121,565 
Reading Company: 

Philadelphia & Reading. 


5,541,266 I. 580,299 





Gross $1,697,546 $1,613,102 I. $84,444 
Net 531,108 588,261 I. 42,847 
Gross 20,166, 570 18,937,464 I 1,231,106 

Net = 8,821,557 8,267,444 =I 4,1 

Coal and Iron Company. 
EON cacccacce Gross $1,802,851 $1, = 609 I. $165,242 
1 ” Net *47,252 0,280 D. 43,028 
Gross 21,314,450 19, Mf, 790 I. 1,766,660 
Net 569, 413 137, 219 I 432,194 
*Loss. 
June 30: 1898. 1897. Ine. or Dec. 
Lake Shore & Michigan Southern. 

G months. ..<.<«< Gross $10,158,782 $9,619,214 I. $539,568 
6 aT arocwuceee Net 3,214,452 3,174,039 ¥. 40,413 
Michigan Central. 

@ months.ci..csse Gross $6,972,000 $6,554,000 I. $418,000 
6  . gakuuaenen Net 1,752,000 1,749,000 =‘. 3,000 

New York Central & Hudson River. 
3 months......... Gross $11,377,000 $11, 055, mn I. $322,000 
3 OT waveaeoas Net 3,562,000 896, D. _-354,000 
12 aT gnanaauees Gross 46,475,000 “a "280, 199 I. 2,194,861 
Bey oP Ratedeuas Net 15,049,000 14,631,993 I 417,007 


ADDISON & SUSQUEHANNA.—This company was 
incorporated in New York State, June 23, with a 
capital stock of $100,000, as successor to the Addi- 
son & Pennsylvania, now part of the Buffalo & 
Susquehanna. The principal offices are in Buffalo. 
The Directors are given under “Elections and Ap- 
pointments.” (May 27, p. 384.) 


ALLIANCE & NORTHERN.—This company filed a 
petition of ejectment in the Common Pleas Court 
at Alliance, O., June 21, against the Ohio River 
& Lake Erie, formerly the Lake Erie, Alliance & 
Southern, on the portion of the latter’s tracks from 
Alliance south 10 miles to Paris. This track has 
been in dispute for some time. 
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ATLANTIC COAST LINE.—A meeting will be held 
at Florence, 8S. C., July 15, to form into one cor- 
poration all the roads operated by the Atlantic 
Coast Line in South Carolina. The consolidation 
is to be effected under an act of incorporation se- 
cured recently from the Legislature of that State. 
The roads involved are: The Wilmington, Colum- 
bia & Augusta, 246.52 miles; the Northeastern, 103.1 
miles; the Florence, 45.31 miles; the Manchester & 
Augusta, 167.42 miles; and the Cheraw & Darling- 
ton, 11.78 miles. The financial plan contemplates 
the issue of a 4 p. c. mortgage and of preferred 
and common stock sufficient to take up the out- 
standing issues. 


BALTIMORE & OHIO.—The fully reported reorgan- 
ization plan shows, in addition to the outline of the 
summary of last week, the following particulars of 
interest: 

The estimated cash requirements on July 1 under 
the plan are as follows: Unpaid interest, $4,565,375, 
to provide for existing car trust certificates, and 
other existing obligations, $19,192,225; for floating 
debt, improvements, equipment, working capital of 
new company, reorganization expenses, etc., $12,- 
334,000, making a total of $36,092,500. Of this the 
new syndicate will contribute $32,592,500, and the 
remaining $3,500,000 will come from the sale of se- 
curities in the treasury. The existing bonds are to 
be exchanged on the following basis: 












































Each $1,000 or £200 receives 
Existing Bonds and Stock t» be 5° |e. | -galgse 
Deposited. a ie a ag EES, zfs 
gee Sus One 
si Ole Pastel = 
P |FeclbGaloselo se 
Z= 12S |24e8l558 
= | a, er 
B. & O. loan of 1853, extended. |$10.00|$1,025| $125) $140 
B. & O. consolidated mort-| - 
OO Se errr 20.83) 1,050) 125) 85 
B. & O. sterling loan of 1873..)| 19.47; 1,020; 120 40] 2.000 
B. & O. sterling loan of 1874...| 9.73) 1,120! 120] 160) ..... 
B. & O. Parkersburg Branch | | 
RING - on doct assenc sp eaabea sebaone 15.00) 1,050) 125 
Pittsburgh & Connellsville, | | 
Jat extended 46. ....0.00sc0s060s 20.00) 1,025) 125 40 
Pittsburgh & Connellsville, 
ist 7s, not extended........... 35.00 1,000 125) 
B. & O. 5s, loan of 1885.........| 20.83) 1,000; 125; 100 
P. & C. consolidated mort- 
gage 6 p. c. bonds....... ce 29.20} 1,025} 120) 200) ..... 
Chicago Division, 5 p. c........ 4.06} 100, 1,070} 100] ..... 
Philadelphia Division, 4% p. c. | 10.95) ..... 1,000} 265) ..... 
B. & O. 4% p. c. terminal | | | 
NEE WE MDE sicvsscepecexscants nk naewe 1,000 
Akron & Chicago Junction 
DORAN. cccscscseesnosowseennescsas | i owen 1,000} 250 
Akron & Chicago Junction, | 
preferred stock .....00.2.0005 (Bob ese scone lena 250/$1,000 
Washington City and Point | } 
EPGOUE DOMED cccccccvcsecces | coves J evens] eaeee 500 1,000 
Depositors of old Ist pre-| | 
ferred stock may purchase | | 
from Syndicate, on pay-| | 
ment of $2 per share de- c : 
UMBIIE  s\aucessukueegshcuveos Ds cinea een eer 525} 750 
Depositors of old 2d _ pre- 
ferred stock may purchase 
from Syndicate, on pay- 
ment of $20 per share de- 
SRE. cocsnsiuveGcstsonsheewesel snes | seeee| soeee 200) 1,500 
Depositors of old common | 
stock may purchase from 
Syndieate, on payment of 
$20 per share deposited....... ea eee esses} 200] 1,000 





The cash in the above table represents interest 
at the rate provided in the old bonds from the date 
of the last matured coupon next preceding July 1, 
1898, up to the date when the new bonds begin to 
bear interest. The syndicate agrees to buy for cash 
after the plan has been declared operative all the 
consolidated 5s of 1887 deposited, whose holders 
prefer all cash, at the price in New York of 110 
and accrued interest, provided the holders deposit 
the same within 60 days from June 22. 

The properties covered by the Baltimore Belt Line 
mortgage will be leased at a rental equivalent to 
4 per cent. on the existing 5 per cent. bonds, but 
the new company shall have the option to buy all 
the old bonds at par and accrued interest at any 
time within five years on 60 days’ notice. In ac- 
cordance with the plan of reorganization, holders 
of securities of the companies mentioned below are 
requested to communicate at once with the Ad- 
visory Committee, of which Alvin W. Krech, 120 
Broadway, New York, is Secretary, giving the 
amount of their holdings, and stating how the 
same are held: Columbus & Cincinnati Midland; 
Central Ohio; Newark, Somerset & Straitsville; 
Sandusky, Mansfield & Newark; Schuylkill River, 
East Side; Winchester & Potomac, and Winchester 
& Strasburg. The consent of J. P. Morgan & Co. 
and other large interests to the reorganization plan 
is generally believed to be a guaranty of its suc- 
cess. (June 24, p. 468.) 

A decree was issued by Judge Dallas in the 
United States Circuit Court at Philadelphia, June 
21, appointing John Crosby Brown and Frederick 
R. Whitridge, of New York, and Elbin J. D. Cross, 
of Baltimore, trustees under the mortgage of April 
2, 1883, issued by the Baltimore & Philadelphia and 
the Baltimore & Ohio companies to William F. 
Burns, John Gregg and T. Harrison Garrett. 

Judge Morris, of the United States Circuit Court 
at Baltimore, June 18, ratified the agreement with 
the Finance Committee of Pennsylvania made by 
Receivers-Cowan and Murray, extending the time 
for the payment of outstanding and due install- 
ments of B. & O. Equipment Association certifi- 
cates, whereby three installments of $100,000 each, 
which were payable April 1, 1896, 1897 and 1898, will 
be extended to April 1, 1899, when the tenth and 
last installment of $100,000 is also due. 


BROOKLYN ELEVATED.—The Reorganization 
Committee gives notice that after July 11 no 
further deposits of securities or amounts due there- 
on will be received except on penalty. (May 20, p. 
367.) 

CHICAGO & EASTERN BRIDGE.—This company 
has been incorporated in Kansas with a capital 
stock of $680,000 as successor to the Chicago & 
Atchison Bridge, sold under foreclosure March 4. 
The plan of reorganization provides for a new issue, 
not to exceed $700,000, in mew common stock, and 
$665,000 in first-mortgage, 30-year, 4 per cent. gold 
bonds. The Directors are given under “Elections 
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and Appointments.” (Sept. 3, 1897, p. 627; March 
11, p. 190.) 


CINCINNATI & MUSKINGUM VALLEY.—This 
company has been incorporated in Ohio, with a 
capital stock of $2,000,000, as successor to the Old 
Cincinnati & Muskingum Valley (as railroad, in- 
stead of railway). The incorporators are: John 
Hoge and James Herdman, Zanesville, O.; C. M. 
Bennett, Frank Durban, W. L. Timmons and D. C. 
Bosworth. 


COLORADO MIDLAND.—Coupons due July i on the 
first mortgage 50-year gold bonds and the equip- 
ment bonds, series B, of the new company, will be 
paid on and after that day at the office of the 
Central Trust Co., New York. Two per cent. non- 
obligatory interest on first mortgage bonds num- 
bered from 1 to 6,250 will be paid at the same time 
and place in scrip convertible into preferred stock 
voting trust certificates. 


COLUMBUS, SANDUSKY & HOCKING.—The Re- 
organization Committee has extended the time for 
depositing securities under the reorganization plan 
of March 12, from June 30 to July 16, after which 
date no deposits will be received except upon 
a prescribed by the committee. (May 27, p. 


DULUTH, SUPERIOR & WESTERN.—A circular is- 

*’ sued by the Eastern Ry. of Minnesota line of the 
Great Northern announces the purchase of the D., 
S. & W. by that company. The purchased road 
runs from New Duluth, Minn., northwest to Deer 
River, 100 miles, with trackage rights on the 
Northwestern Coal Ry. from New Duluth to Belt 
Line Junction, Superior, Wis., 12 miles, and on the 
St. Paul & Duluth from Short Line Park to 
Duluth, Minn., 11.3 miles. This line is to form part 
of the Fosston extension now building. As re- 
cently stated, the Eastern Ry. of Minnesota has 
issued 4 p. c. 50-year gold bonds not to exceed 
$15,000,000, part of the proceeds of which are to be 
used for this purchase. (June 24, p. 468.) 


FITCHBURG.—Lee, Higginson & Co., of Boston, of- 
fer to exchange old Cheshire 6 p. c. bonds ($550,000 
outstanding), maturing July 1, for new Fitchburg 
4 p. c. bonds due March 1, 1927. The new issue of 
$1,450,000 was authorized in January last. (Jan. 
28, Feb. 4, pp. 72 and 90.) 


GULF & INTERSTATE.—The Texas Railroad Com- 
mission has approved the request of this company 
to issue $71,000 of stock and $379,000 of bonds in 
lieu of the old $450,000 issue of stock. (June 24, p. 
468.) 


INDIANA & LAKE MICHIGAN.—Judge Woods, at 
Indianapolis, Ind., on June 22 issued a decree for 
the sale of this road, in accordance with the an- 
nouncement of last week, page 468. 


LAKE SHORE & MICHIGAN SOUTHERN.—Under 
the consolidation plan (Feb. 18, p. 132) $44,883,712 
of the $50,000,000 old stock has been acquired by the 
New York Central & Hudson River. The stock out- 
standing includes $533,500 that is guaranteed 10 per 
cent. The exchange is being made on the basis of 
$200 of bonds for each $100 of stock. 


MICHIGAN CENTRAL.—The New York Central & 
Hudson River has acquired $12,748,300 of the $18,- 
738,000 of the capital stock of the M. C. under the 
proposed plan of consolidation. (April 22, p. 301.) 


MINNESOTA TRANSFER.—At the meeting held 
June 22 the stockholders ratified the decision of the 
Directors to buy the property of the Minnesota 
Belt Railway & Transfer Co., including the New 
Brighton Stock Yards property. The price is re- 
ported at $400,000, payable in bonds. (June 17, p. 
446.) 


MONTANA.—Justice Hunt, at Helena, Mont., June 
20, handed down an opinion that the Butte, Ana- 
conda & Pacific can lease this line from Anaconda, 
Mont., east 9 miles to Stuart, but cannot consoli- 
date the two lines. This is in reply to action 
against this company and the B., A. & P. to de- 
clare void the lease made in May last. (May 20, 
p. 368.) 

NEW YORK CENTRAL & HUDSON RIVER.—We 
are officially informed that the statement made by 
a number of newspapers is incorrect, that the N. 
Y. C. & H. R. has leased the Fulton Chain, which 
runs from Fulton Chain, on the Adirondacks & St. 
Lawrence Branch, to the village of Old Forge, N. 
Y., about two miles. 


OHIO RIVER & CHARLESTON.—Judge Simonton, 
of the United States Circuit Court, at Charlotte, 
N. C., has entered a decree for the sale of this line 
to satisfy mortgages now held by the Finance Co., 
of Pennsylvania. The sale is to take place at 
Marion, N. C., at a date not named. The road runs 
from Marion, N. C., to Camden, S. C., making, with 
spurs, 174.27 miles, and from the North Carolina 
State line to Ellison’s Mills, Tenn., 32.34 miles. The 
capital stock is $6,238,362. 


PENSACOLA & MOBILE R. R. & MANUFACTUR- 
ING CO.—Under a decree of the United States Cir- 
cuit Court of the Southern District of Alabama all 
the property ofthis company, including several miles 
of railroad, was sold at public auction June 6 by 
Special Master Richard Jones, at the Court House 
at Daphne, Ala., to F. C. Brent, of Pensacola, Fla., 
for $199,995. The railroad runs from Cantonment, 
Fla., on the Louisville & Nashville, west of Musko- 
gee, and thence northwest about 20 miles into Ala- 
bama. It is used by the company for transporting 
logs and lumber. The Southern States Land & 
Lumber Co., Ltd., Pensacola, Fla., of which P. K. 
Yonge is Manager, is interested in the property. 


ST. CATHERINES & NIAGARA CENTRAL.—This 
property was sold at public auction at Toronto, 
Ont., June 28, to J. A. MacMahon, for $34,000. The 
funded debt is $240,000, which, with the accrued in- 
terest amounts to about $350,000. The line runs 
from St. Catherines, Ont., to Niagara Falls, 12.35 
miles. It went into the hands of the Receiver 
June 9, 1897. (May 6, p. 334.) 


SAN FRANCISCO & SAN JOAQUIN VALLEY.— 
Nearly one-half of the authorized $6,000,000 5 p. c. 
bonds maturing in 1940 have been disposed of. The 
July issue of $250,000 will carry three months’ ac- 
cumulated interest. 


SOUTHWESTERN ARKANSAS & INDIAN TER- 
RITORY.—Judge John A. Williams, of the Federal 
Court, at Little Rock, Ark., June 21, ordered a de- 
cree of sale, fixing the upset price at $115,000. This 


line runs from Smithton, Ark., to Pike City, 34.39 
miles. A receiver was appointed March 9, 1896. 
(May 13, p. 330.) 


SPOKANE FALLS & NORTHERN.—The report 
given last week (page 468) is confirmed that the 
Northern Pacific has bought this line, which runs 
from Spokane, Wash., north 140.6 miles to the in- 
ternational boundary. ‘“he N. P. has also bought 
the allied lines, Nelson & Fort Shepard connecting 
with the S. F. & N., from the _ international 
boundary line, B. C., to the west arm of Kootenay 
Lake, near Nelson, 59.4 miles, and the Columbia & 
ne ae extending from Northport to Ross- 
and, B. C. 


UNION PACIFIC.—Special Master W. D. Cornish, 
at Omaha, Neb., has filed reports recommending 
the foreclosure of the liens against the Omaha & 
Republican Valley and the Kearney & Black Hills, 
both lines forming a part of the U. P. system. 
The O. & R. V. extends from Valley, Neb., to Man- 
hattan, Kan., 189.01 miles; from Blue Springs 
Junction to Blue Springs, 0.67 mile; from Val- 
paraiso, Neb., to Stromsburg, 53.3 miles; Colum- 
bus to Norfolk, 50.37 miles; Oconee to Albion, 34.54 
miles; Genoa to Cedar Rapids, 30.55 miles; Grand 
Island to Ord, 60.77 miles; Scodia Junction tv 
Scodia, 1.37 miles; St. Paul to Loop City, 39.4 miles; 
Boelus to Pleasanton, 22.6 miles; making a total 
of 482.04 miles. The Kearney & Black Hills runs 
from Kearney, Neb., to Callaway, 65.74 miles. 
Both roads went into the hands of receivers with 
the parent road Oct. 13, 1893. (June 17, p. 446.) 


WHEELING & LAKE ERIE.—The second install- 
ment of assessments of $2 per share on preferred 
and $1 per share on common stock is called under 
the plan of reorganization on or before July 25. 
(June 10, p. 422.) 








Electric Railroad News. 





EAST ST. LOUIS, ILL.—The St. Louis, Bellville & 
Suburban Electric Ry. Co. has certified to an in- 
crease in capital stock from $50,000 to $500,000. 


NEWARK, N. J.—Frank Ellmaker, General Superin- 
tendent of the North Jersey Street Ry. Co., which 
controls almost all the trolley lines in Northern 
New Jersey, resigned on account of ill health. 
George Chapman, who was Superintendent of the 
Elizabeth division succeeds Mr. Ellmaker. 


NEWTON, MASS.—The Wellesley & Boston Street 
Ry. Co. will have a hearing before the Railroad 
Commissioners July 6 on the question of increas- 
ing its capital stock. 

PITTSBURG, PA.—The Consolidated Traction Co. 
has petitioned Councils for permission to operate 50 
additional cars to do an express business. 

PORTLAND, ORE.—C. H. Prescott was recently ap- 


pointed Receiver of the East Side Ry. Co., in place 
of Joseph Simon. 








TRAFFIC. 





Traffic Notes. 


The Seaboard Air Line and other Southern lines 
taking freight to the West by steamboat and rail 
from Boston and New York, have announced at Bos- 
ton reductions of 25 per cent. im the rates on all im- 
portant commodities. 

The Boston Bureau of Commerce and Industries, 
an organization designed to do for Boston what the 
Merchants’ Association does in New York, has\opened 
an office and adopted by-laws. It does not appear, 
however, whether the requisite financial support has 
yet been secured. 

The Atchison has withdrawn its Santa Fe Pacific 
and Southern California lines from the membership 
of the Western Passenger Association because none 
of the competitors of these roads are members of 
the Association. All the Atchison lines will remain 
members of the Immigrant Bureau. 


The Interstate Commerce Commission has extended 
to Dec. 31, 1898, the order suspending the long and 
short haul law as applied to passenger fares to North 
Pacific Coast points. On July 12 the roads west of 
Chicago will have a hearing before the Commission 
to see if further action can be taken to meet the 
competition of the Canadian Pacific. 

The new passenger agreement of the Southwestern 
lines has not yet been printed. Several changes have 
been made in the first draft. The Freight Bureau 
is working minus the Missouri Pacific. Another 
meeting with representatives of the M. P. will be 
held next month. It is difficult to see how the 
Bureau can be effective without the co-operation of 
the Missouri Pacific and some other lines in that 
territory, who will naturally decline to act in full 
harmony with the Association while so formidable 
a competitor remains outside. 


The St. Louis Traffic Bureau has sent to the In- 
terstate Commerce Commission a protest against the 
enforcement of the new transcontinental freight tariff 
which makes important increases in the differences 
between carload and L. C. L. rates from the East to 
California. The Commission is asked to investigate 
the question of its own motion and forbid the tariff 
becoming effective. It is asserted that in many 
cases the difference between C. L. and L. C. L. rates 
is far greater than the profit on the goods. The argu- 
ment states that the rates are lower than to inter- 
mediate points and thus are justifiable, under the 
law, only in case they are made to meet water com- 
petition; and as the carload principle is not a factor 
in making rates on package freight by water, it is 
declared to be not a legitimate factor in making 
rates by rail to meet water competition. 

Eastbound Shipments from Chicago for Half 
Year. 


The Chicago Board of Trade statement of ship- 
ments of flour, grain and provisions east by rail, for 
the twenty-six weeks ending June 26 is published as 
follows: 

1897. 1898. 







Tons. Tons. Increase. 

Michigan Central ..... . 156,105 197,483 41,378 

Lake Shore & M. S&S... 115,877 330,226 214,349 
Pitts., Fort Wayne & C 4 121, 

Bay 3 St. L.. M 175,675 33,773 

Baltimore & Ohio.. 72,745 829 131,584 

Grand Trunk 81,54 156,818 75,276 


N. Y. GC. & St. L... : 
BR sn occas ceanae 1117/7838 274,548 «156,815 


POLIS. ccicccsccsvinncses eccccvcoes 964,403 1,854,044 889,641 
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